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No matter what the shape, size or 
variety of your shipment, McCormick 
men take the job of handling and 
stowage as a matter of most importance. 


AS THE WEAKEST LINK 


McCormick Steamship Company believes there is ; 
no unimportant job in the business of shipping... 


That’s why you can depend on every cargo being 
carefully handled, securely stowed, and delivered 4 
safely. Experienced men who take their jobs seri- 
ously watch your shipment at every step from your 


warehouse to the consignee. 


Big Trade Routes at Your Service 


Pacific-North Atlantic Service 
Pacific Coastwise service 
Pacific-West Indies Service 
Pacific-Argentine-Brazil Line 
g 
(U. S. Mail Steamers . . . passenger accommodations ) 


Your next shipment via McCormick 





461 Market St. 


San Francisco 


DOUglias 2561 







Portland Tacoma Longview 
Seattle Astoria Oakland 
Los Angeles Vancouver, B. C. 
San Diego Long Beach 
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Insure Speed, Safe Delivery 


and Dependability 


by Shipping Your Goods by 
RAILWAY EXPRESS 


Here is a way to eliminate all the guess- 
work in the handling of your merchan- 
dise—whether you are the shipper or 
receiver—and at the same time eliminate 
the round of time-wasting troubles on 
lost and delayed shipments when han- 
dled through two or three miscellaneous 
shipping companies. 


Specify Railway Express on ail/ your 
shipments and then you will be sure that 
your orders will be delivered safely and 
quickly either to your store or to your 
customer. 


Railway Express is a single responsible 
organization with nation-wide coordina- 
tion and team work that makes Rush a 
reality and not just a meaningless word. 


Futhermore, through prompt Railway 
Express service you will be able to keep 
lines of quick-moving merchandise filled 
by daily delivery and thus not miss a sin- 
gle sale. Shipping costs by Railway Ex- 
press are moderate and include liability 
up to $50 on packages not exceeding 
100 lbs. We give a receipt to the ship- 
per and take one from the consignee— 
double-barreled proof of safe collection 
and delivery. A telephone call brings the 
Expressman to your door at all places 
where vehicle service is maintained. 


SERVING THE NATION FOR 94 YEARS 
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PORT 


ALBANY 


Newest Inland 


North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 
74 Chapel Street, 


Albany, N. Y. 
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“When will it 
Get There?” 


You can depend on 
the answer of your 


ERIE Representative 


These men know traffic prob- 
lems. The Erie operating or- 
ganization knows how to keep 


freight “on the move.” Working 





Ww. K. VANDIVER 
General Agent 
Birmingham, Ala, 


together, they provide the kind 
of shipping service that makes 


Erie shippers Erie friends. 


“When will it get there?” is be- 





coming an increasingly impor- 


F. C. McCARTHY 
Division Freight Agent 


Se tant question, with demands for 


materials and equipment keeping 
pace with increased industrial 
activity. Ask your Erie ,epre- 


sentative for the answer. You 





Ma may depend upon it. 
L. A. DWELLE 
General Agent 
Angeles, Cal. 
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TRAVEL-SIt 


VIA THE 
ST.LOUIS 
\ GATE WAY, 


Has been assembled on your table from the 
four corners of the nation. The fast service 


provided by the Missouri Pacific Lines plays 


an important part in making this traditional wipe] t a 
dinner a success. PACI ate 
LINES 
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1 The Traffic World 


An independent national journal of transportation; a working tool for traffic men 
Rail —Water — Motor Vehicle—Air— Material Handling and Distribution 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
— forth facts without bias. 

ake the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 


| man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
| men that they must 


equip themselves to give the sort of 
service that will justify employing them. 





FOURTH SECTION REPEAL 


HATEVER else may be said about the work of the 

National Industrial Traffic League, it is a fact 
that, when the League, as such, makes up its mind to a 
course of action and bends its entire efforts to carry it 
out, the result is likely to be successful. 

Thus, it is significant in the general transportation 
picture that the League, at its meeting in Chicago last 
week, expressed itself unanimously as favoring the com- 
plete repeal of the fourth section of the interstate com- 
merce act and instructed its fourth section and legisla- 
tive committees to make every effort toward such repeal. 
If past accomplishments are an indication, this prob- 
ably means that, before many more years pass, the rail- 
roads will be freed from one hampering competitive in- 
cubus. 

While it is true that the League, in the past, main- 
tained a fairly consistent attitude toward liberalization 
of the provisions of the fourth section, and while it was, 
in great measure, responsible for keeping the Gooding 
bill—which would have rigidly enforced those provisions 
—from becoming law, the new League policy is a long 
step forward. In the first place, it introduces an element 


November 18, 1933 


PAGE 885 








Number 21 





of consistency in League policy the absence of which, 
hitherto, has been noticeable. In all of its pronounce- 
ments with reference to consolidation, it has stressed 
the necessity for preserving competition. Obviously, no 
element in regulation makes competition with unregu- 
lated transportation so difficult as the inability to make 
rail rates to meet water charges, The insistent attempts, 
for instance; of the transcontinental lines to meet water 
competition by fixing rates to the west coast without 
reference to rates to intermountain territory, because of 
continued unsuccess, has cost the railroads much of that 
traffic. 

Perhaps the wiping out of the fourth section may 
serve as the first step in bringing regulation of railroad 
traffic and of traffic carried by other agencies nearer to 
parity. To the extent that it does, it makes less import- 
ant the League’s reiterated policy against rate regulation 
for such other agencies. Of course, loosening some of 
the less reasonable restrictions on the railroads is the 
wiser way of reaching such parity than “stepping up” 
truck regulation to the rigidity of rail regulation. 

The subject opens wide vistas for speculation. It 
must be remembered, however, that all will still be 
speculation unless those interested gird their loins for a 
long and hard struggle. As Mr. Haynes, the chairman 
of the League’s fourth section committee said, this will 
be no “kid-glove fight.” If the League will stick to its 
guns now, however, the fight has a fair chance of success. 


CANNED ANSWERS 


F we understand aright the object sought to be ac- 
complished by Coordinator Eastman’s questionnaire 
on legislation, it is to discover what shippers think 
individually of the present regulatory system—what they 
have to suggest in the way of modifications and changes 
in that system. In other words, the Coordinator wants 
to develop the general state of public opinion on the sub- 
ject among people who use the bulk of the transportation. 
That being the case, we doubt whether the object will 

be attained if the members of the National Industrial 
Traffic League accept the suggestions of their committee 
on the subject; it recommended certain answers to these 
questions. The last thing the Coordinator ought to want 
is a set of standard answers developed for a considerable 
group by an individual or a committee. Such answers 
can be of no use to him, Had he desired that type of 
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information, he could have saved his office work and 
expense by putting the questions direct to the League. 

We have no quarrel with the League’s committee’s 
answers, as such. While we may disagree with the sub- 
stance of some of them, there can be no doubt but that 
they represent the best thought of the men who were 
charged with the task of developing them. But we do 
not think that they represent the individual thought of 
all the men who may be short-sighted enough to adopt 
them as their own, either through mental indolence or 
because of the herd instinct. 

The Coordinator, in his talk at the League luncheon 
asked the cooperation of the League in answering these 
questions, but the implication was obvious. He was 
merely asking the League to encourage its members to 
answer the questions in their own way—he was not 
asking it to formulate a blanket set of answers for its 
entire membership. 


As the matter was handled by the League, however, 
it is likely that the bulk of the answers from League 
members will be regretfully thrown out—the regret 
springing, first, from the natural impression that they 
do not represent individual consideration and, second, 
because the promulgation of these standard answers has 
prevented answers from these same shippers that might 
have been of value. 


Our suggestion to members of the League is that 
they carefully file these recommended answers, wipe their 
minds clear of impressions they may have received at the 
League meeting or from League circulars, and put their 
own ideas into their communications to the Coordinator. 


SHORTENING THE RECORD 


OORDINATOR EASTMAN, in speaking to the Na- 

tional Industrial Traffic League at its luncheon last 
week, made an addition to the questionnaire in which he 
sought answers to questions bearing on a transportation 
legislative program. He said he would like enlighten- 
ment as to how the processes of regulation might be 
improved, referring chiefly, he explained, to the time now 
required in the disposition of regulatory cases. 


The question is not asked of us, but we can answer 
it. Mr. Eastman is a member of the Interstate Commerce 
Commission, which has jurisdiction over the cases to 
which he referred, and we suggest to him, not as Co- 
ordinator, contemplating changes in the regulatory law, 
but as a member of the Commission, deciding cases, that 
the way to shorten the procedure is to shorten it. 


The Commission, we believe, has the power and, 
though, as Mr. Eastman says, the delays are, in no small 
part, due to “Commission-trained experts who act as 
shippers’ advisors and know how to make records large,” 
it has the full responsibility for. curbing this tendency. 
The humorous way in which he referred to “Commission- 
trained experts” shows his appreciation of the fact that 
the Commission itself is largely responsible for long- 
drawn out procedure and voluminous records out of all 
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proportion to the importance of the cases involved—p, 
any cases, for that matter. 
The Commission, we believe, has the remedy in its 
own hands. It must give what the law calls full hear. 
ings, but that, in our opinion, does not mean that every. 
body who wishes to talk must be heard for as long as he 
cares to occupy the stand nor that the Commission or 
its examiners must travel the length and breadth of the 
land in order to give him opportunity to do so. We 
suggest that, at least in most cases, the Commission call 
before it the parties directly interested in the case under 
consideration and also a number of representatives of 
interests that may also be affected, and seek from them 
the information it desires. It might also announce that 
others thinking themselves interested and having views 
to submit may do so in writing. Then it could give as 
much or as little consideration to the written statements 
as it thought wise and decide the case according to the 
evidence it had received. It can disguise this procedure 
in all the dignified language it pleases, but that is the 
process that efficiency demands, and it satisfies all the 
necessities of the matter and safeguards everybody’s 
rights. 

We repeat that the way to shorten procedure is to 
shorten it. 


GOVERNMENT OWNERSHIP 


UST why there is so much talk at this particular time 

about the danger of government operation or owner- 
ship of the railroads we are unable to say, but the condi- 
tion exists; illustrative of it are the remarks made by 
J. M. Fitzgerald, at the recent convention of the Asso- 
ciated Traffic Clubs of America at Baltimore, and the 
address made by Kenneth F. Burgess at the National 
Industrial Traffic League luncheon, both reported in the 
November 11 Traffic World. 

Probably there are several reasons, present con- 
sciously or subconsciously in the minds of persons who 
discuss the subject. One, of course, is the fact that there 
are always some persons favoring a policy of govern- 
ment ownership of the railroads; another is the fact that 
Joseph B. Eastman, the Federal Coordinator of Trans- 
portation, just now in the. limelight as the framer of 
a transportation legislative program for the considera- 
tion of the President and Congress, is well known as an 
advocate of government operation, though there has been 
no hint from him that he has such a thing in mind in his 
forthcoming plan; but probably the chief reason is that 
radical ideas in government are multiplying so rapidly 
that it would not be at all surprising to see government 
ownership of railroads or any other policy put forth by 
the administration. As Mr. Fitzgerald put it, “we may 
wake up some Thursday morning and find that the gov- 
ernment has taken over the railroads.” Then, as he 
points out, it would be too late. Of course, he has no 
particular reason to expect that such a policy will be 
put forth; it is only, we imagine, that there have been 

(Continued on page 888) 
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Current Topics in 
Washington 





According to reports, Prof. Ray- 
mond Moley, one time Assistant Secre- 
tary of State and appointed by the 
President to coordinate the govern- 
ment’s effort to cope with crime, in- 
tends to recommend that there be a 
unification of the prosecuting agencies under the Attorney Gen- 
eral, the head of the Department of Justice. That would mean 
that all prosecutions would be conducted by the federal district 
attorneys. 

Men who know district attorneys will groan, undoubtedly, if 
such a recommendation is made. In the first place, district 
attorneys are mostly professional politicians, equipped with a 
maximum of political craft and a minimum of precise knowledge 
of the law. Their assistants, except a few who are on what 
might be called the permanent staff, know little more law than 
their chiefs. The few exceptions know the easy law against 
counterfeiting, bootlegging, and the narcotic traffic. 

The average district attorney, who is always pining for 
publicity, is a painful joke to attorneys from the Department 
of Agriculture and from the Commission who work up cases 
against violators of the so-called pure food law and the anti- 
rebate and false billing statutes. But he insists on getting into 
such cases. In many instances, district attorneys are so bull- 
headed that they will not even ask witnesses questions as 
written by men who have been commissioned by the Attorney 
General to help try the cases. Such special assistants cannot 
displace the district attorneys. The latter, by their unfamiliarity 
with the law on the highly technical subjects of misbranding 
foods and drugs and rebating or false billing, can place well 
prepared cases in jeopardy so as to bring about verdicts of not 
guilty when the verdicts should be guilty. 

And committing all prosecutions by the United States to 
men of that sort is what Moley is said to be ready to wish 
on the country seemingly out of regard for unification. 


Unified Federal 
Prosecuting Agency 
a Fine Dream 





In this voteless municipality 
there is much chuckling on account 
of the lasso Comptroller General 
McCarl has thrown over the head 
and around the neck of that snort- 
ing and charging son of Mars, Hugh 
S. Johnson, the head and front of the NRA, in connection with 
the question whether the government, without. finding Henry 
Ford guilty of violating anything, can reject low bids for the 
furnishing of Ford products for government use. 

In essence, McCarl has ruled that, unless and until Ford 
has been found guilty of violating the automobile code, the 
government may not reject the low bid for the furnishing of 
tractors for which it asked tenders. One was submitted by a 
Ford dealer. McCarl also called attention to the fact that there 
was nothing in the law requiring Ford or anybody else to sign 
any code, any more than a citizen is required to sign any other 
law signifying that he will obey it. McCarl called attention 
to the fact that a code approved by the President was the 
same as a statute. 

Generally the law requires the award of contracts to the 
lowest bidder. It is doubtful whether a government officer could 
reject a low bid simply because someone had been fined for an 
automobile traffic law or rule violation. The penalties for 
Violations of the code do not provide for penitentiary sentences. 
Generally, offenses not calling for imprisonment in what is 
usually called a penitentiary, are deemed mere dismeanors, hav- 
ing no effect on a man’s standing as a citizen. Imprisonment in 
a penitentiary frequently, if not always, deprives a man of the 
Privilege, not the right, of voting. 

_ Even if Ford were found guilty of violating a statute call- 
ing for the imposition of a fine and jail imprisonment, in ordi- 
nary times it would not be regarded as deleteriously affecting 
his right to a contract with the government when he submitted 
the low bid. But Johnson, consciously or otherwise, it has 


Comptroller General 
McCarl Gently Checks 
the Rampant Johnson 
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seemed, has been trying to create a war-time atmosphere, with 
his threats to “crack down” on somebody or soak somebody 
on the nose. 

The comptroller general, by the terms of the statute creat- 
ing that office, is entitled to serve fifteen years. Congress pro- 
vided such a long term with the idea that only in that way could 
the government get a man into its service who would decide 
questions of law about appropriations made by it free from the 
influence of politics. He is supposed to be beynod removal by 
the President. 

In President Grant’s time the term was not so long. A 
tradition around Washington is that Grant did not like the 
decision of a comptroller general. He is said to have obsefved 
to the holder of that office, that, while the President could 
not change the decision, he could get a new comptroller general. 

Under the rule laid down by the Supreme Court in the case 
of the Portland, Ore., postmaster who was removed from office 
before his term had expired, Congress cannot abridge the power 
to the President to remove persons in the executive branch of 
the government by fixing definite terms for them. 

Perhaps the “rarin’” Johnson will persuade President 
Roosevelt to remove from office the man who has dared to lay 
down the well established principle of Saxon law that a man 
may not be punished unless and until he has been found guilty 
of violating some law—not merely the “spirit” of the law, as 
Johnson has been quoted as saying in his discussion of Ford’s 
refusal to sign anything or to pin the blue eagle on his product 
or on his shops. 

Perhaps, if Ford were in Germany, he would refuse to 
wear the swastika or a badge inscribed “Ja” signifying that he 
had voted for Hitler candidates and Hitler policies, stubborn- 
ness of that sort being characteristic of his Norse forebears. 





“Put not your trust in princes,” is probably 


Forgetting one of the oldest bits of advice in the world. 
One’s Bible Yet big petroleum men appear to have forgotten 

it. Of course, no sane person would even in- 
Brings Pain sinuate that oil men do not read sacred writ- 


ings; therefore, it must have been a case of 
forgetfulness, when, last spring, they fought to have recovery 
control of their industry managed by Secretary Ickes, of the 
Interior Department. 


Now Ickes has cast them down. Wirt Franklin, chairman of 
the planning and coordination committee, of the Petroleum 
Administration, which was supposed to be the organization that 
would manage the industry, with nominal control by Mr. Ickes, 
in a speech at Tulsa a few days ago, suggested that the 
Petroleum Administrative Board, composed of departmental 
officers, was grabbing power over the industry from the plan- 
ning and coordination committee. He appealed to the petroleum 
industry to urge Ickes to allow the planning and coordination 
committee to perform the functions it was supposed to perform. 

Did Ickes support the Franklin plea by putting the board 
down in a subordinate position? Not for a second. He said 
it was his intention, as oil administrator, to conserve the powers 
delegated to him by President Roosevelt and to exercise those 
powers whenever there was necessity for doing so, in the 
interest of the industry. Put into plain language, that meant 
that what the administrative board was doing was what he 
thought should be done. That board has no power to do any- 
thing other than as he permits. 


The planning and coordinating committee, composed of 
executives of the industry, many of whom are receiving 
salaries equal to the salaries of half a dozen cabinet officers, 
may be irked all it pleases, says Ickes. The administrative 
board is not going to have its wings clipped, even if the 
petroleum code suggests that the P. and C. committee is to be 
the big thing in the administration of the rules for the guidance 
of the industry. As if he intended to make Mr. Franklin feel 
about as sheepish as possible, Secretary Ickes, in an answer to 
Franklin, said that, up to the time the code was adopted (which 
is a euphemism because Gen. Hugh S. Johnson and his staff 
wrote it and President Roosevelt prescribed it), the “oil in- 
dustry had all the opportunity in the world to be such a self- 
governing industry as Mr. Franklin now says it ought to be.” 

A considerable percentage of the leaders in the industry 
once believed there could be a singing partnership between 
government and industry in which industry would sing the arias 
and the government would sing the choruses. Now it finds 
the fact to be the other way about. All of which, it is suspected, 
affords comfort and joy to the part of the industry that, at 
all times, has opposed allowing the government to do anything 
about oil, except preserve the peace. That part fought rabidly 
against the fixing of prices by the government. Government- 
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fixed prices, under outstanding orders, are due to go into opera- 
tion December 1. 





Fifty years ago three little girls liv- 
ing near “The Farm” in Ohio about 
which Louis Bromfield has written, came 
running to their parents, eyes popping, 
calling on their elders to get them bright 
new shoes in place of the ones from 
which they had scuffed the luster, since they had got them 
under the family program which called for new shoes all around 
before cold weather was even near at hand. 

“All you got to do is go to the court house for them,” the 
pop-eyed youngsters shouted. As evidence of the fact that 
shoes might be obtained at the court house for the asking, 
without paying, they shouted that the Koniger girls had new 
shoes obtained at the court house to replace the broken ones 
they had worn at the beginning of the school term. 

The three girls could not understand why their parents 
were so hard-hearted as to refuse to go to the court house for 
new shoes. Yes, the girls admitted, their shoes were good 
but they were not as shiny new as footwear of the girls whose 
shoes had excited their envy. 


Harry S. Berry, public works engineer for Tennessee, has 
been ignominously dismissed by Secretary Ickes, the public 
works administrator, because he sent out a circular letter to 
civic organizations implying that they should hurry to him with 
plans to get money from the government for new civic projects 
to replace their old ones. He suggested that non-federal works 
loans by the government would not have to be repaid. Secre- 
tary Ickes says the government expects the money to be repaid. 
It also expected war loans to be repaid. 

Berry, seemingly, thought civic organizations throughout 
Tennessee should hurry to the court house to get the equivalent 
of free shoes, as if there were no pride to prevent their doing 
so.—A. E. H. 


Let’s All Get 
Shiny New Shoes 
at the Court House 


GOVERNMENT OWNERSHIP 
(Continued from page 886) 


so many things suggested and put into effect by the gov- 
ernment that had not been dreamed of prior to March 4, 
last, that one is entitled to fear or look forward to almost 
anything—and it behooves all of us to be on guard, not 
only as to things that have been proposed, but as to 
things that may be proposed. Government ownership or 
operation of the railroads as an administration program, 
would not be at all startling, under the circumstances, 
though, to some, talking about it now may seem like 
setting up a straw man and knocking him over. 


Mr. Burgess, in the address referred to, strove to 
make the point that the emergency railroad act, setting 
up a coordinator, is a means of avoiding government 
ownership and, in a way, a mandate against such a 
policy. We sympathize with his point, but we venture 
to suggest that it cannot be taken as conclusive. If the 
emergency railroad act was anything above another it 
was a mandate to compel or induce the railroads to 
economize—and we all know what has happened to that 
phase of it. Even the coordinator himself admits that he 
is functioning now as a framer of permanent legislation 
rather than as a railroad efficiency officer. The main 
purpose of the act has been supplanted by the national 
recovery policy. So, then, regardless of what one may 
think of the emergency railroad act in its relation to gov- 
ernment ownership, as a matter of logic, it will not do 
to count on that as a bar to a policy of tomorrow or 
the next day advocating just the thing that Mr. Burgess 
says is not contemplated by the emergency law. Con- 
sistency may or may not be a jewel but, if it is, the pres- 
ent administration is not dazzled by that sort of gem, 
especially with relation to its transportation policy. 
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There is much to be said against government owner. 
ship of the railroads, both in theory and in practice, but 
we shall not go at length into the subject just now. We 
may, however, point out one thing of a practical nature 
that does not seem to occur to those who favor govern. 
ment ownership on principle. It is that it would meap 
political administration of the railroads; railroad me, 
in executive positions would be replaced by politicians 
or others of no railroad experience or ability. To anyone 
who doubts that we might point to General Ashburn, at 
the head of the government’s inland waterway operations, 
What experience did he ever have in this kind of work? 
He is an army officer. So lacking is he in_ business 
knowledge that a member of the Senate committee investi. 
gating the subject of government in business told him at 
an open hearing that he was ignorant of accounting. 
Consider also another army officer, General Johnson, ad- 
ministering the government’s business recovery program, 

What of the men who occupy positions as postmas. 
ters? Did anyone ever hear of one of them who knew 
anything about the postal business? If so, it is a rarity, 
Postmasterships are political plums given to politicians 
or their friends as rewards for political service. The post- 
master knows nothing about his business; he hires an 
expert assistant to do the work for him. Will anyone 
say that the man who runs the postoffice in a large city 
needs no experience or knowledge? Is there any more 
excuse for appointing a politician to run a postoffice or 
to run all the postoffices—which is the job of the Post. 
master-General—than there would be for appointing a 
politician at the head of a railroad or all the railroads? 
Who was made Director General of Railroads when the 
government operated them during the late war? Was 
he a railroad man or did he know anything in particular 
about transportation? 

Government ownership—at least in this country, 
where politics is as it is—would throw the railroads into 
the hands of the politicians. Anyone who knows how 
things are done here ought to appreciate that. A more 
or less good case can be made for it, perhaps, on the 
theory that the government would appoint none but 
experts to run the railroads and that they would not 
be interfered with—but such a theory is an iridescent 
dream. 


HOCH-SMITH GRAIN CASE 


The Commission, according to a notice given out by Secre 
tary McGinty, in No. 17000, part 7, Hoch-Smith grain, has pre 
pared a service list for briefs (not herewith reproduced) from 
the list of parties filing briefs in the original proceeding, and 
from the list of parties advising it of their intention to file 
briefs, in response to the Commission’s inquiry in the reopened 
proceeding. In addition to announcing the preparation of such 
a list the notice said: 


Reply briefs will not be received by the Commission from parties 
not filing initial briefs. It follows that reply briefs need not be serv 
on parties not filing initial briefs. 

All initial briefs will be due December 4, 1933. All reply briefs 
will be due January 15, 1934. t 

The presentation of issues upon briefs should be so complete thal! 
the further presentation upon oral argument can be general in its 
nature and restricted within the shortest practicable limits. Co-O0P 
eration of all parties to this end is requested. 

Requests for time for oral argument must be filed with the Com 
mission on or before January 15, 1934. The parties will then be a¢ 


a of the time allotted to them prior to their departure for Wash- 
ngton, 
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MINNESOTA CLASS RATES 


HE Commission, in a fifth supplement report on further 

hearing in No. 17000, part 2, western trunk line class rates, 
written by Commissioner McManamy, has dismissed the peti- 
tion of the Superior, Wis., Association of Commerce and the 
City of Superior, and the petition of the Watertown, S. D., 
Chamber of Commerce in which they asked for thirteenth sec- 
tion relief as to class rates prescribed by the Minnesota com- 
mission. The Superior petition was dismissed, without the 
taking of testimony, on account of an agreement between Su- 
perior interests and the railroads for the removal of the prej- 
udice against Superior and the undue preference in favor of 
Duluth, Minn., resulting from the Minnesota-made class rates. 

Dismissal of the Watertown petition was based upon a 
finding that the evidence regarding rates to the Watertown 
traffic zone in Minnesota did not show undue prejudice to Wa- 
tertown or its shippers, or undue preference of Minnesota com- 
peting points or shippers, or unjust or unreasonable discrimina- 
tion against interstate commerce. 

So little of the traffic from Watertown under consideration 
in the case moved by rail, said Commissioner McManamy, that 
interstate commerce could be affected, only slightly, if at all, 
by the rail rate situation, the trucks being the haulers or much 
of it. The reasonableness of the interstate rates to and from 
Watertown, as well as of all the interstate class rates generally 
within and to and from western trunk line territory, Mr. Mc- 
Manamy said, were in issue under the broader reopening of this 
proceeding, under the Commission’s order of Oct. 28, 1932. Fur- 
ther hearings under that order, Mr. McManamy said, were 
closed on April 12 last. 

Volume of movement, either by rail or truck from either 
the alleged prejudiced or preferred points, the report said, had 
not been given. Loss of business chargeable to the Dec. 3, 
1931, rate adjustment, the one under consideration, the report 
added, had not been shown. In disposing of the attack upon 
the Minnesota-made rates, the report said: 


It is apparent upon the present record that so very little of the 


» traffic from Watertown here under consideration moves by rail that 


interstate commerce can be affected only slightly, if at all, by the 
rail-rate situation presented; and that, because of the level of the 
truck rates and nature of the service thereunder, over which we have 
no jurisdiction, if the intrastate rail rates from the Minnesota com- 
peting points were increased to the interstate basis no benefits would 
accrue to the Watertown petitioner with regard to its rail business 
and respondents would suffer revenue losses due to diversion of the 
traffic to the trucks. Under these circumstances the intrastate rail 
rates assailed have not been shown to cast a burden upon interstate 
commerce or to otherwise violate the act. 

.., We find that the rail rate situation assailed in the Watertown pe- 
tition has not been shown to be unduly prejudicial to Watertown or 
its shippers, or unduly preferential of the Minnesota competing points 
or shippers, or unjustly or unreasonably discriminatory against inter- 
state commerce. 


SOUTHERN SAND AND GRAVEL 


In a report on further hearing in No. 17517, rates on chert, 
clay, sand and gravel within the state of Georgia and the cases 
joined with it, the Commission has found that the evidence 
fails to justify the approval or prescription of one scale of rates 
in lieu of the two scales now in use, one for single-line and the 
other for joint-line application, approved or prescribed in the 
original proceedings and now generally prevailing throughout 
the south on sand, gravel, crushed stone and allied com- 
modities. 

This report also embraces the following cases on further 
hearing: No. 17699, Roquemore Gravel Co. et al. vs. Atlanta, 
Birmingham & Atlantic et al.; No. 17699 (Sub-No. 1), Same vs. 
Same; No. 17689, Roquemore Gravel Co. et al. vs. Same; No. 
17763, Same vs. Same; No. 17764, Dixie Sand & Gravel Co. vs. 
Same; No. 17764 (Sub-No. 1), Same vs. Same; No. 19512, Bir- 
mingham Slag Co. vs. Alabama Great Southern Railroad Co. 
et al.; No. 22109, in the matter of rates on sand, gravel, crushed 
Stone, etc., within the state of South Carolina; I. and S. No. 2470, 
sand, gravel and slag from Alabama and Tennessee to points 
in Georgia; and I. and S. No. 3250, sand, gravel, slag, stone and 
chert between, from and to points in Mississippi Valley terri- 
tory. The report also embraces, on original hearing, I. and S. 
No. 3625, sand, gravel, slag, stone and chert between points in 
southern territory. 

The Commission has further found not justified discontin- 
vance of the authority granted in the original proceedings to 
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short and weak lines to charge an arbitrary of 25 cents a ton 
in addition to the standard line scales. It observed that 
assessment of the arbitrary was optional with the short or 
weak line. 

A third finding is that no justification has been shown for 
a modification of the original findings in No. 22109, in the mat- 
ter of rates on sand, gravel, crushed stone, etc., within the 
state of South Carolina. The original findings have been 
affirmed. 

A fourth finding, made in a first hearing on I. and S. No. 
3625, sand, gravel, slag, stone and chert between points in 
southern territory, is that the schedules therein suspended have 
not been justified so far as they would affect changes in rates 
on traffic moving from or to points on the Clinchfield, to or 
from points on the Columbia, Newberry & Laurens, or on traffic 
moving from or to points on, or moving via either or both of 
the lines mentioned, to or from points on any of the other 
respondent lines. The other respondent lines are the Atlantic 
Coast Line, Charleston & Western Carolina, Georgia Railroad, 
Western Railway of Alabama, Atlanta & West Point and the 
Atlanta, Birmingham & Coast, the so-called Atlantic Coast Line 
family. 

Prior reports are in 122 I. C. C. 133; 140 I. C. C. 85; 160 
I. C. C. 309; 165 I. C. C. 731 and 177 I. C. C. 123. 

In the title proceeding and the cases joined with it the 
Commission prescribed single and joint-line scales on the com- 
modities under consideration within Georgia and between points 
in that state and other southern states, except Florida Short 
Line arbitraries were allowed. The scales became known by 
the number of the title case. 

This proceeding, except I. and S. No. 3625, was upon a 
reopening of the matter granted upon petition of the commis- 
sions in Georgia and South Carolina, Atlanta Freight Bureau and 
other Georgia interests, American Short Line Railroad Associa- 
tion, Piedmont & Northern and Greenville & Northern railroads, 
Saluda Crushed Stone Co. and the Tennessee Quarry Co. They 
complained about alleged unduly prejudicial rate situations said 
to have arisen or would arise from the application to joint-line 
movements of the arbitraries approved or prescribed in addition 
to the rates therein prescribed for single line hauls. They asked 
for a scale that would apply to all hauls. 

The suspension proceeding, I. and S. No. 3625, resulted from 
the filing of schedules applying to the carriers hereinbefore 
mentioned as the Atlantic Coast Line family, the scales pre- 
scribed in the title proceeding, for both state and interstate 
movements. Respondents in that proceeding gave as their 
reasons for filing the suspended schedules statements made by 
the Commission Restriction in Routing Between Greenwood and 
Augusta, 165 I. C. C. 3, in which the question decided was as 
to restriction intended to prevent the application of rates over 
the so-called Greenwood extension of the Georgia & Florida 
between Augusta, Ga., and Greenwood, S. C., so as to preserve 
the traffic for one of the Coast Line family roads. The Commis- 
sion in that case came to the conclusion that the proposed re- 
strictions would violate the conditions imposed by it in Clinchfield 
Railway Lease, 90 I. C. C. 113. 

Disposition of the suspension proceeding embraced in this 
case was made in the light of that case, the justification of the 
suspended schedules being limited as hereinbefore set forth. 

Commissioner McManamy, dissenting, said he could not 
agree with the conclusions here reached that the arbirtrary for 
joint-line hauls of 500 miles or less should be continued on this 
traffic. Commissioner Lee joined in that dissent. Commissioner 
Miller did not participate in the disposition of these cases. 

The order in No, 22109, rates on sand, gravel, crushed stone 
and chert within the state of South Carolina, dated July 14, 
1931, has been made effective on January 17, 1934. 

The respondents in I. and S. No. 3625, sand, gravel, slag, 
stone and chert within points in southern territory, are required 
to cancel the schedule not later than December 19 and the pro- 
ceeding is discontinued as of November 27. 


SANTA FE ABANDONMENT 


The Commission, by division 4, in No. 9944, Atchison, To- 
peka & Santa Fe, has adhered to the prior report, 193 I. C. C. 
230, after hearing on a reopening. The prior report permitted 
the applicant to abandon a branch line extending from Quenemo 
to Osage City, Kan., a distance of nearly twenty miles. The 
proceeding was reopened at the request of the Kansas commis- 
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sion. In this report the Commission said the evidence adduced 
at the hearing after the reopening confirmed and amplified the 
findings upon which permission to abandon was granted in the 
previous report. The report said that the number of tons of 
revenue freight in a train declined each year from sixteen tons 
in 1928 to four tons in 1932. Osage county, in which the branch 
is situated, the report says, is well provided with railroads and 
improved highways. It was testified that despite efforts of 
Santa Fe agents to obtain traffic for the branch a large share 
of the carload traffic and about 85 per cent of the less-than- 
carload traffic was hauled by truck. Maintenance expense alone, 
if the branch was to be continued in operation, the applicant 
estimated, would be $57,466 in the next five years. 


COMMISSION REPORTS 


Scrap Iron 

No. 25618. S. Sternberg & Co., Inc., assignee of the David 
J. Joseph Co., vs. B. & O. et al. By division 3. Dismissed 
Rates, scrap iron, Asheville, N. C., to Ashland, Ky., and New 
Boston and Portsmouth, O., charged on shipments moving in 
March and April, 1930, not unreasonable or otherwise unlawful. 
Shipments tendered to carrier unrouted found to have been mis- 
routed by the Southern but reparation denied on a finding that 
no damage had been shown to have resulted therefrom. 

Sand and Gravel 

No. 25715, Louisiana Highway Commission vs. L. & A. et al. 
By division 4. Dismissed. Determined that the distance on 
sand and gravel shipped from Antoine, Ark., to Atkins, La., 
should be calculated via the route showing a mileage of 161.8. 
Carriers collected $1.45 a net ton over the 161.8 mile route. 
Complainant contended that the distance should be computed 
through Bossier City, La., direct, resulting in a distance of 158.1 
miles and a rate of $1.40. With the present facilities the Com- 
mission said traffic could not be transferred from the St. Louis 
Southwestern to the Louisiana & Arkansas at Louisiana Junc- 
tion in Bossier City either with or without transfer of lading. 
The Commission called this report an interpretation of the 
method of determining distances in accordance with the findings 
in Sand, Gravel, Crushed Stone and Shells, 155 I. C. C. 247, and 
167 I. C. C. 498. 

Yarn 

25821, Portage Hosiery Co. vs. C. M. St. P. & P. By 
division 4. Dismissed. Rates, yarn, any quantity, Rochelle, IIl., 
to Portage, Wis., charged on shipments between March 27, 
1931, and September 15, 1932, not shown to have been unreason- 
able or unduly prejudicial. 


No. 


Coal 
Fourth Section Applications Nos. 66, 680 et al, Coal to 
Cincinnati, O. By division 2. Baltimore & Ohio authorized 
in seventh supplemental fourth section order No. 10119, to 


establish and maintain rates, coal and coal briquettes, mines 
in the inner crescent districts in West Virginia to Cincinnati 
and points within its switching district the same as rates con- 
temporaneously in effect from inner crescents on the C. & O. 
and N. & W., but not lower than the present rates from the 
latter mines; also rates from mines in the outer crescent to 
Cincinnati and points within Cincinnati switching district 10 
cents a ton higher than from mines in the inner crescent, and 
to maintain higher rates at intermediate points provided that 
the rates to the higher rated intermediate points shall not 
exceed the lowest combination of rates subject to the inter- 
state commerce act. 
Bananas 


No. 23992, Michael Comella et al. vs. D. L. & W. et al. 
By division 5. Rates charged, bananas, New York, N. Y., to 
points in Canada, unreasonable but not otherwise unlawful to 
the extent they exceeded 66.5 cents on shipments since March 18, 
1927. Defendants contended that since the bananas originated 
in a foreign country and passed through the United States to 
another foreign country the Commission was without jurisdic- 
tion. The Commission pointed out that there was no storage 
of bananas at New York and that after the demands of the 
New York market were satisfied the remaining bananas were 
billed from New York to Canadian destinations. The rate used 
to measure the reasonableness of the rates charged was one 
of 66.5 cents from New York to Montreal via the D. L. & W. 
and Canadian National Railways, the traffic involved having 
gone to Toronto, Hamilton, Kingston, Belleville, Oshawa, Port 
Hope and Cobourg, Ont. Commissioner Porter, dissenting, said 
the complaint should have been dismissed for want of jurisdic- 
tion. 

Furniture, Etc. 


No. 25628, Akron Furniture Co. et al. vs. A. C. & Y. et al. 
By division 2. 


Dismissed. Rates, furniture. Memphis, Tenn.. to 
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Akron and Newark, O., and on couch hammocks, Memphis ty 
Youngstown, O., not unreasonable or unduly prejudicial. Rat, 
mattresses, Memphis to Canton, O., unreasonable to the exten 
it exceeded $1.36, minimum 10,000 pounds, subject to Rule 3 
Rates, couch hammocks, Memphis to Akron and Columbus, 0. 
unreasonable to the extent they exceeded $1.14 and $1.05, re 
spectively, minimum 16,000 pounds, subject to Rule 34. Reparg. 
tion denied on account of a lack of proof that complainants 
paid and bore the charges. 





Contractors’ Equipment 


No. 25921, S. J. Groves & Sons Co. vs. C. M. St. P. & Pp 
et al. By division 2. Carload, contractors’ equipment, Bridge. 
port, Wis., to Gardiner, Mont., found to have been misrouted 
by the title défendant. Rate of $2.195 charged. Applicable 
rate over route over which shipment should have moved foun 
to have been $1.62. Reparation of $285.78 awarded. Commis. 
sioner Tate noted concurrence in the result. 

Sand 


No. 25887, Welch-Sandler Sand Co. vs. A. T. & S. F. et al, 
By the Commission. Dismissed. Rates, sand, Frisbie, Kan., to 
points in Missouri not unduly prejudicial. The complainant con. 
tended that the rates established as a result of the decision ip 
Sand, Gravel and Crushed Stone, 177 I. C. C. 621, unduly prej.- 
udiced it and unduly preferred competitors at Holliday, Kan, 
The Commission said that the situation complained of was a 
result of location in that Frisbie was beyond a 15-mile area 
from Which lower rates Were prescribed in the case mentioned, 
Commissioner McManamy, dissenting, said there was not the 
slightest doubt but that the excessive spread of rates between 
Frisbie and Holliday, caused by the Commission’s decision in 
the case mentioned, unduly prejudiced the complainant and un 
duly preferred Holliday. He said the situation resulted first 
from the arbitrary application of a single line scale from Holli- 
day and second, from the use of averages in determining dis. 
tances. He admitted that grouping generally produced inequali- 
ties, but said that when to that was added inequality resulting 
from a different basis of determining the rate, the spread might 
become so great as to be unlawful. ““And that is what has hap- 
pened here,” he added. Commissioners Brainerd and Lee joined 
in that dissent. 


Plant Refuse 


No. 19610, switching rates in Chicago switching district. By 
the Commission. Upon reconsideration, findings in the report 
on further hearing, 195 I. C. C. 89, modified so as to eliminate 
plant refuse of no commercial value from tariffs prescribing 
switching rates within the Chicago district. The elimination 
was made upon petition to which there was no objection of the 
Chicago, West Pullman & Southern, Illinois Northern and Illinois 
Central. The Commission said that plant refuse having no com- 
mercial value might properly be said to be in a different category 
from the all commodity group from the standpoint that it had 
no commercial value and was merely transported to some available 
place for dumping. The Commission’s report and order of July 
3, 1933. in this case has accordingly been so modified. 


Wheat 


No. 25809, Rea-Patterson Milling Co, et al. vs. M. P. Dis 
missed. By division 5. Rates charges, wheat, shipped, Mound 
Ridge, Kan., to Coffeyville, Kan., there milled in transit and 
reshipped as bran, flour and shorts on January 1, 1929, to Berg: 
man and Batesville, Ark., applicable. 


Cow Ponies and Feeder Cattle 


Fourth Section Application No. 14519, livestock, western 
district rates. By the Commission. Carriers authorized in fifth 
supplemental fourth section No. 10785, and fifth supplemental 
fourth section order No. 11135, to make rates without regard 
to the long and short haul part of section 4 so as to include rates 
on feeder and stocker cattle containing cow ponies, the same 
as on other livestock. The number of cow ponies is not to 
exceed one in each carload. 


Coai 


Fourth Section Applications Nos. 14396 and 13299, coal to 
Mississippi. By division 2. Supplemental report. Relief from 
the long and short haul part of section 4 granted in the original 
report, 196 I. C. C. 117, modified by supplemental fourth section 
order No. 11334, so as to enable the carriers to establish and 
maintain rates from mines in groups 2 and 5 in the Cahaba 
field in Alabama to Moss Point and Pascagoula, Miss., and to 
East Moss Point, Miss., on coal except fine coal which has passed 
through a bar screen not exceeding 1.5 inches between bars, or 
its equivalent, namely, a 2-inch mesh or 2-inch round perfora 
tions, over the Southern Railway or Alabama Great Southern 
and Southern Railway to Mobile, Ala., thence Gulf, Mobile & 
Northern to Evanston. Miss.. thence Mississippi Export Railroad 
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beyond, the same as the rates contemporaneously in effect over 
other lines or routes from the same or contiguous origin points 
to Pascagoula and Kreole, Miss., but not less than $2.25 a net 
ton and to maintain higher rates to intermediate points, subject 
to the usual combination restrictions. 


Coal 


I. and S. No. 3843, coal from Indiana to Illinois, By division 
2. Report by Commissioner Tate. Proposed reduced rates, 
bituminous coal, mines on the Chicago, Milwaukee, St. Paul & 
Pacific in the Brazil-Clinton and Linton-Sullivan origin groups 
in Indiana to Rockford and Freeport, IIll., and to specified points 
intermediate thereto, not justified. Suspended schedules ordered 
to be canceled and proceedings discontinued. The rates were 
suspended upon protest by the Illinois Commerce Commission, 
competing carriers, individual operators and coal mining organ- 
izations in Illinois. Commissioner Tate said the immediate effect 
of the Milwaukee’s proposal would be to split the groups men- 
tioned with lower rates from mines on that railroad than from 
mines from competing in the same groups. Protestants, he said, 
pointed out that this condition would not long prevail as other 
carriers in those groups would propose similar reduced rates for 
competitive reasons. Commissioner Tate said such reductions 
would destroy the differential relationships now existing as be- 
tween those groups and the other Indiana groups and western 
Kentucky, with the probability of mines and carriers in such 
other groups seeking similar reductions, That, he said, would 
result in a level of rates from the Indiana groups lower than 
that which the Commission had stated, in Intrastate Rates on 
Bituminous Coal in Illinois, 182 I. C. C. 537, to be well below the 
reasonable level of rates in that territory. 


Filtering Clay 


I. and S. No. 3697, clay from southwestern points and No. 
25195, Continental Oil Co. vs. I. G. N. et al. By the Commis- 
sion. Upon reconsideration, terms “processed” and “initially 
ground” as construed by the findings in the former report, 194 
I. C. C. 418, and finding as to the applicable rates on past ship- 
ments, modified and reparation awarded to the complainant. 
As modified notes 1 and 2, pertaining to clay used for neutraliza- 
tion, clarifying, purifying, refining, filtering and/or decolorizing 
oils (mineral, animal, or vegetable), or fats, waxes or greases, 
read as follows: 


Note 1.—Processed in this item will be construed to mean chemi- 
cally or otherwise artificially treated or blended clay, but does not 
mean crude clay, as from the pit, or clay which has been dried and 
initially ground and passed through screens not finer than 200 mesh 
and acs or not sprayed with acid not exceeding 3 per cent by 
weight. 

Note 2.—Initially ground clay means clay which has been ground 
and passed through screens not finer than 200 mesh, sprayed or not 
sprayed with acid not exceeding 3 per cent by weight. 


Chairman Farrell and Commissioners Brainerd, Lee, and 
Mahaffie dissented. 


SALARIES IN TRUSTEESHIPS 

The Commjssion in Finance No. 9952, Chicago & Eastern 
Illinois Railway Co. reorganization, has approved $25,000 as 
compensation for Charles M. Thomson, trustee of the debtor, 
the compensation commencing on September 15. The compen- 
sation approved was fixed by the federal court for the northern 
district of Illinois, eastern division, in the reorganization case 
before it. 

Approval has been given by the Commission in Finance No. 
9923, Akron, Canton & Youngstown Railway Co. and Northern 
Ohio Railway Co. reorganization, to compensation of $15,000 a 
year for H. B. Stewart, as trustee for the debtor estate, also 
$6,000 a year as compensation for Squire, Sanders & Dempsey, 
attorneys for the trustee, in that reorganization, the year for 
both the trustee and his attorney beginning April 8, 1933. 

Compensation of $9,000 a year, commencing on April 20, 
1933, for Wesley H. Maider and Lydon F. Maider, attorneys 
for the trustee, has been approved by the Commission in Finance 
— 9954, Fonda, Johnstown & Gloversville Railroad Co. reorgani- 
zation. 





P. R. R. CO. PETITIONS DENIED 


The Commission, by division 4, has dismissed the petition 
of the Pennsylvania Railroad Co. in Finance No. 2515, applica- 
tion of the Pennsylvania Railroad Co. for authority to acquire 
control by lease of the property and railroad of the Wheeling 
Terminal Railway Co.; Finance No. 2516, to acquire the Engle- 
wood Connecting Railway and South Chicago & Southern; 
Finance No. 2518, to acquire the Ohio Connecting Railway Co.; 
and Finance No. 2519, to acquire the Indianapolis & Frankfort 
Railroad Co. and Louisville Bridge & Terminal Railway Co., 
'0 eliminate from the order in those cases, dated Oct. 5, 1922, the 
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proviso that the Pennsylvania should not permit the alienation 
of the capital stock of any of the corporations referred to in 
the report without the consent of the Commission, by sale, 
pledge or otherwise. 

The petition for elimination was filed so as to permit the 
stock to be transferred to the Pittsburgh, Cincinnati, Chicago 
& St. Louis, a Pennsylvania subsidiary. That company and the 
Pennsylvania, in Finance Nos, 9432,.9433, 9434 and 9435, by 
joint applications, asked for authority to make the transfer 
of stock. Those applications were recently dismissed (see 
Traffic World, Nov. 11) as the applicants preferred to file new 
ones if and when they desired to proceed, in accordance with 
revised section 5 (4), the dismissed applications having been 
in the form required at the time they were submitted. 


G. C. & S. F. ABANDONMENT 


Traffic averaging, for a five-year period less than three-quar- 
ters of a carload a day, in the opinion of Examiner Thomas F. 
Sullivan, expressed in Finance No. 10051, Gulf, Colorado & 
Santa Fe Railway Co. abandonment, warrants abandonment by 
the applicant of its Saratoga branch extending from Bragg to 
Saratoga, Tex., a distance of 9.17 miles. He said that from the 
facts presented it appeared that the branch could not be con- 
tinued to be operated without imposing an undue burden upon 
the applicant and upon interstate commerce. In 1928 an aver- 
age of less than two carloads of traffic a day was handled over 
the branch. In the four years following that Sullivan said the 
average was less than one carload a day. Therefore he recom- 
mended that division 4 permit the applicant to abandon that 
branch of its system. The branch was built in 1904 primarily 
to furnish transportation for the Saratoga and Batson oil fields. 
The oil now is being sent out by pipe line. 


FINANCE APPLICATIONS 


Finance No. 10215. Joint application of the Chicago, Milwaukee, 
St. Paul & Pacific Railroad Co. and of the Chicago, Burlington & 
Quincy Railroad Co., for authority for the Milwaukee to abandon its 
line of single track between Ayres and Ebner, JIll., 8.6 miles, and to 
acquire operating rights and to operate over the existing line of the 
Burlington between those points and for authority for applicants to 
construct connecting tracks between their respective lines at Ayres 
and Ebner. 

Finance No. 10217. Chicago & Illinois Western Railroad asks 
authority to amend and supplement an application made by it under 
Finance No. 7573 so as to issue and deliver to present owners of 
$350,000 of C. & I. W. equipment trust certificates a new issue of 
like amount in exchange therefor to enable applicant to meet pay- 
ments at maturity which cannot be done under the previous dates of 
— Applicant said the holders had agreed to make the ex- 
change. 

Finance No. 10218. Alabama Great Southern Railroad Co. asks 
authority nominally to issue $500,000 of first consolidated mortgage 5 
per cent gold bonds. The bonds are not to be sold or otherwise dis- 
posed of under the authority sought. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10148, permitting (a) the 
Arizona Eastern Railroad Company to abandon a branch line of 
railroad in Gila county, Ariz., and (b) the Southern Pacific Company 
to abandon operation thereof, approved. 

Report and certificate in F. D. No. 10120, permitting (a) the 
South Pacific Coast Railway Company to abandon part of a branch 
line of railroad in Santa Cruz county, Calif., and (b) the Southern 
Pacific Company to abandon operation thereof, approved. 

Report and order in F. D. No. 10187, authorizing W. H. Bremner, 
receiver of the Minneapolis & St. Louis Railroad Company, to issue 
$1,185,000 of receiver’s certificates to renew or extend certificates of 
like principal amount which will mature November 25, 1933, approved. 

eport and certificate in F. D. No. 10153, permitting (a) the 
Arizona Eastern Railroad Company to abandon part of a branch line 
of railroad in Maricopa county, Ariz., and (b) the Southern Pacific 
Company to abandon operation thereof, approved. 

Report and certificate in F. D. No. 10164, permitting (a) the Por- 
terville Northeastern Railway Company to abandon part of a branch 
line of railroad in Tulare County, Calif., and (b) the Southern Pacific 
Company to abandon operation thereof, approved. 

Report and order in F. D. Nos. 10194 and 10194 Sub. No. 1, (1) 
granting authority to the Yazoo & Mississippi Valley Railroad Com- 
pany to extend from January 1, 1934, to January 1, 1939, the maturity 
of $17,037,000 of gold improvement bonds; (2) granting authority to 
the Illinois Central Railroad Company to continue the pledge of 
$1,605,000 of Yazoo & Mississippi Valley Railroad Company gold im- 
provement bonds with the Railroad Credit Corporation as collateral 
security for loans, and (3) disniissing that part of the application in 
Finance Docket No. 10194 Sub. No. 1 which requests authority for 
the Illinois Central Railroad Company to continue the pledge of $14,- 
949,000 of Yazoo & Mississippi Valley Railroad Company gold improve- 
ment bonds with the Reconstruction Finance Corporation, as collateral 
security for loans, approved. 


COMMISSION ORDERS 


No. 16684, Florence Chamber of Commerce vs. A. & V. et al. 
and cases grouped therewith. Complainants’ and interveners’ peti- 
tions for reopening, reconsideration and modification in part denied. 

Fourth Section Application No. 14326, et al. Bituminous coal to 
New England. Petition dated October 11, 1933, filed by the B. & M. for 
a modification of fourth section order No. 11320, Bituminous coal to 
New England, entered July 24, 1933, in those applications, denied, 
sufficient justification not having been shown. 

Finance No. 9782, C. St. P. M. & O. abandonment. Petition of 
Ash Creek Farmers’ Elevator Co. and E. A. Brown Co. for rehearing 
denied, and, that, in respect to the portion of the line extending from 
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Luverne, Minn., to Ash Creek, Minn., both inclusive, the certificate of 
public convenience and necessity issued in this proceeding on Sep- 
tember 22, 1933, is vacated. 

1. & S. 3838, Aggregating express shipments (192 I. C. C. 301). Pe- 
tition for reargument and reconsideration on behalf of National Re- 
tail Dry Goods Association, Western Traffic Conference and Mer- 
chants’ Division, Jacksonville Chamber of Commerce denied. 

No. 21160, Lake Charles Rice Milling Co. of Louisiana, Inc., vs. A. 
T. & S. F. et al. Petition of complainant for reconsideration denied. 

No. 15026, Oklahoma Millers’ League vs. A. & M. et al. Petition 
of Oklahoma Millers’ League for reopening, further consideration and 
disposition of said proceeding in connection with Docket 17000, part 
Fs — ey grain products within the western district and for ex- 
port denied. 


No. 13535 et al., Consolidated Southwestern cases, supplemental 
fourth section orders 9500 and 9600. Rates from, to and between 
points in southwestern territory. The orders heretofore entered in 
said proceedings, including the above-designated supplemental fourth 
section orders 9500 and 9600, which by their present terms will be- 
come effective on December 10, 1933, so far as they require or pertain to 
establishment of rates for the transportation of molasses and syrup, in 
carloads, from points in the southwest, including Texas and Oklahoma 
differential territories, or in Kansas-Missouri territory, to the south- 
western gateways, Missouri River cities, and points in defined terri- 
tories, all as defined in said proceedings, are amended or further 
— so that they shall become effective on March 10, 1934, 
instead. 

1. & S. 3130, Southwestern Rates, Part 11, rates on stone, natural 
or artificial, etc., and No. 24600, Cast Stone Institute vs. A. & W. 
et al. Motion of Cast Stone Institute for separate argument on the 
subject of “Cast Stone’”’ overruled. 

No. 25316, Maricopa Packing Co. vs. A. T. & S. F. et al. Pro- 
ceeding reopened for reconsideration on record as made. 

No. 24665, Johnson-Battle Lumber Co. vs. S. A. L. et al. Pro- 
ceeding reopened for reconsideration on record as made. 

©. 24590, Southwest Nash Co. vs. C. & A. et al. Petition of 
omplainant for rehearing, reargument or reconsideration denied. 

No, 24731, Hanna Manufacturing Co. vs. A. C. L. et al. Petition 
of tomplainant for reargument and reconsideration denied. 

~ No. 23710 and Sub. 1, Andersen, Smith & Hamilton, Inc., vs. C. 
& N. W. et al. Petition of complainants for reconsideration of, and 
rehearing upon, the order of July 5, 1933, which dismisses the com- 
plaints, denied. 

No. 25227, Vassar Swiss Underwear Co. vs. Virginian et al. Pe- 
tition of defendants for reconsideration denied. 

No. 25552, Rea-Patterson Milling Co. et al. vs. A. T. & S. F. et al. 
Petition of complainants for further hearing denied. 

No. 25659, Leader Iron Works, Inc., vs. Wabash et al. Petition 
of complainant for réconsideration denied. 

No. 25940, Frost Lumber Industries, Inc., vs. T. & N. O. et al. 
Petition of complainant for rehearing denied. 

‘No, 25139 and Sub. 1 and 2, Frank Zimmerman vs. M. P. et al. 
and No. 25137, Same vs. C. & N. W. et al. Petition of complainants 
for reconsideration and modification and defendants’ petition for 
reconsideration record as made denied. 

No. 12996, John W. Eshelman & Sons et al. vs. A. C. et al. Pe- 
tition of complainants for an order for the payment of reparation on 
shipments from Canada denied. 

No. 24582, Union Asphalt Co. vs. A. & S. et al. Petition of com- 
plainant for further hearing denied. 

No. 19468, J. S. Bash & Sons, Inc., et al. vs. C. I. et al. and No. 
19826, A. D. Sizer vs. C. M. & St. P. et al. Petition of defendants 
for reconsideration in respect of the award of reparation denied. 

No. 24905, Arkansas Western Gas Co. vs. A. & S. et al. Petition 
of complainant for rehearing or oral argument denied. 

No. 25567, Springfield Seed Co. vs. O. S. L. et al. Petition of 
complainant for reconsideration and consolidation with No. 25980, 
Idaho Grimm Alfalfa Seed Growers Association vs. A. & R. et al., 
and Sub. 1 thereto denied. 

No. 23385, Barnes Lumber Corporation et al. vs. C. & O. et al. 
Supplemental petition of defendants to their petition filed July 20, 
1933, for reconsideration denied. 


No. 23778, Traffic Bureau, Lynchburg Chamber of Commerce vs. 
S. A. L. et al. Petition of complainant for reconsideration denied. 

No. 26018, Miller Iron & Metal Corporation, successor to Miller 
Iron & Steel Co. vs. C. & N. W. et al. Complainant in this proceed- 
ing dismissed for lack of prosecution. 


Finance No. 9135. Colorado & Southern et al. abandonment. 
Certificate of public convenience and necessity issued in this proceed- 
ing under date of July 31, 1933, is vacated, and proceeding reopened 
= eee at Denver, Colo., on December 4, before Commissioner 
Aitchison. 

Finance No. 7928, N. Y. C. abandonment. Time prescribed in said 
certificate within which the N. Y. C. shall complete the construction 
of the line of railroad above mentioned, is extended to April 30, 1936. 

Finance No. 9767, Burlington, Muscatine & Northwestern pro- 
posed construction and operation. Proceeding assigned for further 
hearing at a time and place hereafter to be fixed. 

No. 26108, Chamber of Commerce, Eldorado, Ark., vs. A. T. & S. 
F. et al. and No. 26133, Same vs. A. T. & S. F. et al. Motions of 
Missouri Pacific and C. R. I. & P. filed upon their own behalf and 
in behalf of all southwestern defendants to dismiss the complaints, 
or in the alternative, consolidate these proceedings with the ocean- 
— _—— of Docket 13535, Consolidated Southwestern Cases, over- 
ruled. 

No. 24167, Traffic Bureau, Lynchburg Chamber of Commerce for 
Mullan Bailey Lumber Co., Inc., vs. Southern et al., and cases 
grouped therewith. Second petition of complainant for reopening and 
reconsideration denied. 

No. 25256, Public Service Commission of Wyoming vs. A. T. & 
S. F. et al. Order entered in this case on September 20, 1933, is 
modified so as to become effective on March 22, 1934, upon not less 
than 30 days’ notice. 

No. 25446, Jones Store Co., Inc., vs. C. & N. W. et al. Petititon 
of defendants for reconsideration denied. 

No. 17789, Missouri Gravel Co. vs. C. B. & Q. et al. and No. 24568, 
Same vs. C. B. & Q. Petition of complainant for reopening and/or 
further hearing, reconsideration and modification of the reports and 
orders in certain respects, and for reconsideration and setting aside 
of the modifying order of July 29, 1933, in No. 24568, and petition 
of complainant for rehearing in No. 17789 denied. 

No. 26207, Eastern Magnesia Talc Co., Inc., vs. A. & W. et al. 
Motion of A. T. & S. F. to dismiss the complaint as to it, sus- 
tained, and complaint dismissed as to the A. T. & S.-F. 

1, & S. 3697, Clay from Southwestern points and No. 25195, Con- 
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tinental Oil Co. vs. L-G. N. et al. 
sideration. 

No, 23489, and Sub. 1, Chamber of Commerce of Chambersburg ys, 
B. & O. et al. Complainants’ motion for receipt of certain evidence 
and reconsideration overruled. 


PETITIONS FOR REHEARING, ETC. 


Finance No. 3197 and 5104, Construction of line by Waco, Beau- 
mont, Trinity & Sabine. Applicant asks the Commission to extend 
their time for completion of the extension of the railroad for at least 
two years, or, if the Commission conclude that the repeal of the re- 
capture clause has removed the Commission’s function in that con- 
nection, that the restriction be withdrawn entirely. 

No. 25256, Public Service Commission of Wyoming vs. A. T. & 
S. F. et al. Defendants ask reopening of this proceeding for the pur- 
pose of reargument and reconsideration by entire Commission. 

No. 12358, Texas Livestock Shippers’ Protective League et al. vs, 
Director General, as agent, A. & S. et al., and cases grouped there- 
with. Southwestern carriers, defendants, ask for reconsideration and 
modification of Commission’s findings and conclusions in its report 
on further hearing herein of July 24, 1933, and for further hearing. 

. & S. 3662, Rail-lake-rail commodity rates—dairy products. 
Dairy interests of state of North Dakota and Crookston, Minn., ask 
to consolidate this case (I. & S. 3662) with Western Trunk Line Class 
Rates, Docket 17000, part 2, et al., which is now pending before Com- 
mission on rehearing. 

1. & S. 3130, Part 11, stone and related cases. Southeastern stone 
interests ask for rehearing of these consolidated proceedings by virtue 
of the provisions of section 16 of the interstate commerce act. 

Finance No. 9709, In the matter of Fort Benning Railroad acquisi- 
tion. Applicant asks for reopening and reconsideration of this cause. 

No. 17358, Higginbotham-Bartlett Co., Inc., et al, vs. A. & S. 
et al. The T. & N. O., defendant herein, asks for reconsideration and 
for an amended order. 

No. 18283 and Sub. 1, J. Caldwell & Co., Ltd., et al. vs. A. C. L, 
et al. Complainants ask for further hearing therein, and that the 
Commission réceive in evidence and consider as a part of the record 
in accordance with rule XIII (g) of the Rules of Practice before the 
Commission, the original freight bills marked paid as identified by 
an _— in the form of a Rule V statement now a part of the 
record. 

No. 25718 and Sub. 1 to 5, incl., Hoerman Packing Co. et al. vs. 
A. C. & Y. et al. Complainants ask for the privilege of a further 
and supplementary hearing in this case. 

No, 23826, Public Utilities Commission of the state of Idaho, the 
Statesman Printing Co. and Capital News Publishing Co. vs. O. S. L. 
et al. Complainants ask a rehearing and an argument therein, and 
that the Commission enter such further order or orders herein as to 
it may seem reasonable. 

No. 26222, Beatrice Chamber of Commerce vs. A. & W. et al. De- 
fendants, C. B. & Q., C. R. I. & P., and Union Pacific, common car- 
riers, whose rails serve Beatrice, Neb., in their own behalf and in 
behalf of all western trunk lines which are defendants, ask that this 
complaint be stricken or be forthwith dismissed or that it be treated, 
as it actually is, as a petition for reopening and rehearing of Docket 
No. 17000, part 2, Docket 24446, Beatrice Steel Tank Manufacturing 
Co. et al. vs. C. B. & Q. et al., and Docket No. 21373, Commonwealth 
of Kentucky et al. vs. A. & W. et al., and that, as so construed, it 
be denied; or that it be consolidated with the reopened No. 17000, 
part 2, and No. 21373, and be left for determination with those pend- 
ing cases. 

No. 23236, Alabama Rock Asphalt, Inc., vs. A. & B. B. et al. Ala- 
bama Asphaltic Limestone Co., successor to Alabama Rock Asphalt, 
Inc., complainant, asks for reopening with respect to reparation and 
for reconsideration jointly with No. 25059, Alabama Asphaltic Lime- 
stone Co. vs. A. & B. B. et al., recently reopened. 


SUSPENDED TARIFFS 


In I. and S. No. 3924, the Commission has suspended from 
November 10 until June 10, schedules in supplement No. 1 to 
Ann Arbor I. C. C. No. A-1037; supplements Nos. 2 and 3 to 
Grand Trunk G. T. L. W. I. C. C. No. A-2558; supplement No. 1 
to Michigan Central I. C. C. No. 5964; supplement No. 2 to Pere 
Marquette I. C. C. No. 4970, and supplement No. 1 to Toledo & 
Western I. C. C. No. 613. The suspended schedules propose 
to reduce the rates on sugar, in carloads, from Michigan beet 
sugar producing points to Buffalo, N. Y., to meet motor truck- 
water competition. The following is illustrative, rates being 
in cents per 100 pounds: 


Proceedings reopened for recon. 





To Buffalo, N. Y. Present Proposed 
Present — 
From A 
i i Mh ise c es kab ocalaeeaom sae baib.ewiee 22 14 
Pe i Cn sctdencmsonnesedcbctmeReoudawe ee 24 14 
PE EE St ctnednntadedumes eee sb anebnseeees- eee 26 14 


A—Carload minimum weight 40,000 pounds. 
B—Carload minimum weight 80,000 pounds. 


PACKING HOUSE RATES 


An error was made in reporting the joint hearing in Chi- 
cago in cases involving the westbound transcontinental adjust- 
ment on fresh meats and packing house products. (See Traffic 
World, Nov. 11, p. 842.) It was stated that, “with the notable 
exception of Swift and Company,” it was shown that central 
western packers desired rates on the slaughtered product of 
the animals on a parity with rates applicable to live stock, 
and, further, that cross-examination of other complainant wit- 
nesses by Nuel D. Belnap, representing Swift and Company, 
developed that the latter was opposing the contention of un- 
reasonableness of the rates on fresh meats and packing house 
products. The facts are that Swift and Company made no 
contention with respect to the unreasonableness of the rates 
and that Mr. Belknap was representing Wilson and Company 
and the Cudahy Packing Company, 
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November 18, 1933 


CHICAGO SWITCHING RATES 


The three-judge federal court in Chicago, which denied 
the petition of Chicago shippers and the Indiana and Illinois 
commissions for an injunction restraining enforcement of the 
Commission’s orders in the Chicago switching cases, increasing 
intrastate rates to the level of interstate rates, November 
16, denied a motion for a stay in the effectiveness of the increased 
rates, pending an appeal to the U. S. Supreme Court. The cases 
are No. 19610, switching rates in the Chicago switching district, 
and No. 24950, Acme Steel Company and others against the 
Santa Fe and others. On November 6 (see Traffic World, 
November 11, p. 842) Circuit Judge Anderson and District Judges 
Barnes and Wilkerson denied the petition for an injunction and 
immediately thereafter the motion for a stay in the effectiveness 
of the new rates was filed with the court. Arguments on the 
motion took place November 13. 

In its order denying the motion the court required the car- 
riers to impound additional revenue collected from shippers 
under the increased rates, subject to jurisdiction of the court, 
pending outcome of proceedings before the Supreme Court. 
Luther Walter, who represented the shippers in the court pro- 
ceeding, left for Washington November 16, after being advised 
of the court’s action on the motion, to seek a stay in the effec- 
tiveness of the rates from the Supreme Court. Unless he is 
successful in that effort to hold up the increases, they will take 
effect November 20. The Commission postponed the effective- 
ness of the rates from October 20 to November 20 when the 
petition for an injunction was brought before the court. 

The intrastate switching rates in the district are now 2% 
cents a hundred pounds for one and two line hauls and three 
cents for hauls over three or more lines. The interstate rates are 
3, 3% and 4 cents, respectively, for a one-line haul, two-line haul, 
and three or more line haul. 

A stay in the order of the Commission was sought in the 
federal court, in Chicago, November 13, on behalf of Chicago 
shippers, the Chicago Board of Trade, and the Illinois and 
Indiana commissions. Arguments were made on a motion filed 
following the decision of the three-judge court in Chicago last 
week unholding the order of the commission in the proceeding. 

Luther Walter, appearing for the parties seeking the injunc- 
tion, asked that a stay of sixty days be granted in the effective- 
ness of the rate increase pending appeal of the court’s decision 
to the U. S. Supreme Court. The arguments were heard by 
District Judges James H. Wilkerson and John P. Barnes, the 
third member of the court, Circuit Judge A. B. Anderson, not 
being able to be present, 

H. L. Underwood, of the Commission, and J. N. Davis, Mil- 
waukee attorney representing the Chicago lines seeking the 
increased rates, opposed the motion. 

Mr, Walter argued that, under recent court decisions, the 
shippers he represented would be unable to obtain reparation 
in the event the Supreme Court overturned the decision of the 
lower court, and that “irreparable” injury would be done them 
if the stay were not granted. 

Mr. Davis suggested that the difference between the pres- 
ent rates and those scheduled to take effect November 20 be 
impounded, subject to the jurisdiction of the court pending the 
outcome of the appeal to the higher court. He said that dif- 
ference was estimated at from seventy-five thousand to eighty 
thousand dollars a month. 

Following objections by Mr. Walter, the court suggested 
that it might be possible to draw up an agreement stipulating 
that the carriers would not contest refund to shippers of the 
“excess” charges in the event the Supreme Court found the Com- 
mission’s order invalid. 

Mr. Underwood asked that, if a stay were granted, it be 

made by order of the court and that no request be made on 
the Commission for a further postponement. 
_ At the conclusion of the arguments attorneys for opposing 
interests were asked to draw up two orders; one providing for a 
stay in the order as sought by the shippers, and the other for 
impounding of the “excess” charges under an agreement such 
had been outlined. The transcript of the arguments would 
then be submitted to Judge Anderson, it was said, and action 
on the motion was anticipated later this week. 

_ The Commission November 17 announced denial of the peti: 
tion of the Illinois Commerce Commission and others for the 
extension of the effective date of the order in the Chicago switch- 
ing district case from November 20 for sixty days. 

A petition for extension of the effective date of the order 
was filed with the Commission by the Illinois Commerce 
Commission, the Public Service Commission of Indiana, the 
Acme Steel Company and other complainants in No. 24950, 
and the Board of Trade of Chicago, pending further proceedings 
in the district court of the United States for the northern dis- 
trict of Illinois, eastern division, and the Supreme Court of the 
United States, 
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The effective date of the order now is November 20, 1933. 
The petitioners said they proposed to appeal to the Supreme 
Court from the order of the federal district court dismissing the 
bill of complaint seeking to have the order set aside. 

Should the effective date of the order not be postponed, 
said petitioners, irreparable injury to the shippers would result, 
if they were successful on their appeal and the order of the Com- 
mission was set aside and held invalid, because if the decision of 
the Supreme Court of the United States in the Arizona Grocery 
Case, 284 U. S. 370, applies to the facts in this case, the rates 
provided for in the order assailed, originally entered July 3, 
1933, having been approved and prescribed by the Commission 
for application to the movement of intrastate traffic within 
the Chicago switching district in Illinois and Indiana, will not 
be subject to a finding of unlawfulness as a basis for repara- 
tion, the shippers will be unable to recover the increase in 
rates paid during pendency of the appeal. 

Postponement of the order for sixty days from November 
20 was asked. Petitioners propose to apply for a stay order to a 
justice of the Supreme Court. 


REDUCED PASSENGER FARES 


Railroads carrying passengers to, from or through Illinois 
in No. 11703, in the matter of intrastate passenger rates within 
the state of Illinois, have asked the Commission to suspend for 
six months its order of November 13, 1920, so that they may 
make effective reduced fares for an experimental period from 
December 1, 1933 to May 31, 1934, inclusive. The fares they 
desire to make operative are those agreed upon by the execu- 
tives of railroads in the western district. 

Application has been made by affected carriers in No. 1829, 
Nebraska rates, fares and charges, for suspension by the Com- 
mission of its order in this case dated January 7,-1921, so as 
to enable them to make operative the reduced basis of passenger 
fares in the western district so that they may make their fares 
to, from and through Nebraska in accordance with that basis. 

A petition similar to the two foregoing has been filed by 
the Illinois Central and the St. Louis-San Francisco in No. 12214, 
surcharge for transportation of passengers in sleeping or parlor 
cars between points in Alabama, so as to permit the carriers 
to establish fares on the basis of 3 cents a mile for one-way 
tickets good in all classes of equipment and 2 cents a mile 
for one-way tickets good in coaches and to eliminate the sur- 
charge for passengers using parlor or sleeping car accommoda- 
tions. 

The Central of Georgia has asked permission to restore on 
three days’ notice, a 2 cent fare in coaches only, as published 
in its I. C. C. 2097. The reduced fares if permitted as requested 
would remain in effect until March 31, 1934. The Central of 
Georgia said it had obtained permission last August to estab- 
lish the 2-cent fare in coaches but that it had not availed itself 
of the permission then granted. 

Southwestern lines, in No. 11764, in the matter of intra- 
state rates within the state of Texas, have asked the Commis- 
sion temporarily to suspend until May 31, 1934, its order dated 
February 12, 1921, as amended, so far as it applies to trans- 
portation of passengers in intrastate commerce in Texas. The 
suspension of the order is requested so that the petitioners 
may put in the reduced basis of passenger fares agreed upon 
by the carriers in the western district. That basis is 3 cents 
a mile for transportation in sleeping and parlor cars and 2 
cents a mile for transportation in coaches. For one way fares 
and round-trip station to station fares on the basis of one fare 
and one-third or 2 cents a mile for tickets limited to 10 days in 
addition to the date of sale and one fare and two-thirds or 
approximately 2.5 cents a mile for tickets limited to six months 
in addition to the date of sale. 

A similar petition has been filed by carriers in No. 11863, 
Louisiana Rates, Fares and Charges, asking for a suspension 
to May 31, 1934, of the order dated February 15, 1921, as 
amended, so as to permit them to establish passenger fares in 
Louisiana on the basis agreed upon by the carriers in the 
western district. 

In No. 11775, Arkansas Rates and Fares, the carriers have 
asked the Commission to suspend its order dated December 6, 
1920, so as to permit the establishment of reduced basis of 
passenger fares for the experimental period in Arkansas. 

The Chicago & North Western and other western carriers, 
in No. 11763, Wisconsin passenger fares, have asked the Com- 
mission to suspend its order of November 27, 1920, for six 
months from December 1, 1933, so as to enable the applicants 
to establish the reduced passenger fare basis agreed upon by 
the western carriers. 

In No. 11762, Michigan passenger fares, the Chicago & 
North Western, the Soo Line and the Milwaukee have asked 
the Commission to suspend its order of January 28, 1921, for a 
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six months’ period from December 1, 1933, to enable them to 
put into effect reduced passenger fares. 


LOANS TO RAILROADS 


A reduction in the interest rate on loans to railroads, from 
five to four per cent, for one year from November 1, 1933, on 
both old and new loans, has been made by the Reconstruction 
Finance Corporation. An announcement by Jesse H. Jones, 
chairman of that organization, says: 


For the purpose of better enabling railroads to employ additional 
men and make extra purchases of supplies during the winter and 
succeeding months, the board of directors of the Reconstruction Fi- 
nance Corporation has reduced the interest rate on loans to railroads, 
including both new loans and existing loans, from 5 per cent per 
annum to 4 per cent per annum for a period of one year from No- 
vember 1, 1933. 

This action is based upon requests for a reduction in interest 
rates from a number of railroad executives who have offered to use 
the amount of such reduction, together with substantial additional 
funds, in making extraordinary expenditures during the next six 
months. This would mean expenditures for labor, equipment and 
material over and above their budgets for this period, or in excess of 
the program presently contemplated by them, the purpose being to 
help to promote the President’s recovery program. In the light of 
these representations, and in order to afford the railroads an oppor- 
tunity to render this additional assistance, the board felt justified in 
granting this temporary interest reduction. 

The directors of the RFC have taken this action with the ex- 
pectation that the savings in interest will be availed of and used by 
the railroads in the spirit herein outlined, together with very sub- 
stantial additional amounts to be otherwise provided and expended by 
the railroads in relief employment. 


The Commission, by division 4, in the matter of applications 
by receivers and trustees of railway companies under the pro- 
visions of section 203 (a), title II of the national industrial 
recovery act, has prescribed rules and regulations to be ob- 
served by the receivers and trustees seeking the benefit of 
that part of the statute which authorizes the President to make 
loans “to aid in the financing of such railroad maintenance and 
equipment as may be approved by the Interstate Commerce 
Commission as desirable for the improvement of transportation 
facilities.” 

The regulation requires any receiver, or trustee appointed 
under the provisions of section 77 of the bankruptcy act, as 
amended, seeking a loan to file an application with the Com- 
mission for approval of the loan by the Commission, describing 
in detail the nature and purpose of the proposed expenditure. 
The applicant is required to describe in detail the nature and 
purpose of the proposed expenditure and to state fully the facts 
upon which the applicant relies as evidence that the expenditure 
is desirable for the improvement of transportation facilities. 

The Public Works Administration has under consideration 
the terms on which it will make loans to railroads for rail sup- 
plies and equipment. Final decision had not been made late this 
week as to just what security was to be required for the loans. 
Railroads, it is understood, are placing orders direct for rails 
at the price accepted by the steel makers at the request of the 
President. 

In the third quarter of 1933 the Reconstruction Finance 
Corporation authorized only one loan to a railroad company, ac- 
cording to the corporation’s quarterly report. The amount of 
the loan was $3,862,000. The quarterly reports do not set forth 
the names of borrowers. ‘ 

In the entire period from the organization of the corpora- 
tion on February 2, 1932, to September 30, 1933, inclusive, the 
corporation authorized loans aggregating $411,701,426 to 67 
railroads, including $18,946,708 to eight railroad receivers. To- 
tal disbursements under these authorizations to September 30, 
1933, amounted to $382,326,101.51. Repayments totaled $50,- 
571,895.45. Later figures than these were set forth in the cor- 
poration’s recent monthly report, bringing them up to October 
31. (See Traffic World, November 11, p. 836.) 

Reduction in the interest rate of the corporation on rail- 
road loans from 5 to 4 per cent, announced by Chairman Jones, 
on the basis of the outstanding loans aggregating $330,156,513 
as of October 31, will save the railroad borrowers $3,301,565.13 
in the ensuing year the reduced rate is to be in effect, assum- 
ing, of course, that the total outstanding is not reduced in the 
meantime by repayments. 


FOOD RELIEF RATES 


At a meeting of the Eastern President’s Conference, in New 
York, November 16, a decision was reached that, where land 
grant rates do not apply, shipments of supplies by the federal 
relief administration would receive a reduction of 25 per cent 
in applicable rates, with the exception that the reduction on 
shipments of coal would be only 20 per cent. The action was 





in response to a request on the part of Harry L. Hopkins, head 
of the emergency relief administration. ‘ 

Land grant railroads generally are required to move fed- 
eral government shipments at half of the standard rates and 








The Traffic World : 





Vol. LII, No. 2 


it is the usual practice for non-land grant lines to equalize 
the reductions in order to participate in the traffic. There 
was some question, according to railroad officials, as to the 
shipments of the relief administration being entitled to land. 
grant rates, but by action of the western and southern carriers 
this week it was agreed that the reduction should be applied, 
It was explained that there were not so many land-grant rail. 
roads in the eastern part of the country, and that, for that 
reason, reductions in the rates there, as stated, were agreed 
on. The operation of the land-grant privilege in the west and 
the south is expected to result in large freight savings to the 
government on the shipments in question. It was said they 
would cut the transportation bill on the shipments from 35 to 
40 per cent in the west. 


INTRASTATE SURCHARGES UPHELD 


Following its decision last week in No. 17, United States 
et al. vs. Louisiana et al. (see Traffic World, Nov. 11, p. 844), 
the Supreme Court of the United States, Nov 13, affirmed the 
decree of the lower court in No. 222, State of Montana vs. United 
States, wherein the emergency surcharges on Montana intra- 
state traffic were in issue, The decision upholding the sur- 
charges in Louisiana forecast the disposition of the Montana 
case. No written opinion was issued in the Montana case. The 
surcharges involved in these cases expired September 30 but 
the question of the authority of the Commission to require the 
surcharges to be imposed was in issue. 


LIEN FOR FREIGHT OVERPAYMENT 


In an opinion by Justice Stone the Supreme Court of ths 
United States, November 13, in No. 4, Krauss Bros. Lumber 
Co., petitioner, vs. Dimon Steamship Corporation, claiment of the 
steamship “Pacific Cedar,’ her engines, etc., reversed the United 
States Circuit Court of Appeals for the ninth circuit. Justice 
Stone said this suit in admiralty was brought by petitioner in 
the district court for western Washington to recover an alleged 
overpayment of freight and to establish a lien on the vessel 
for the amount of the overpayment. Upon exceptions the dis- 
trict court dismissed the libel for want of admiralty jurisdiction. 
The Court of Appeals reversed the decree dismissing the libel 
in personam but affirmed so much of it as dismissed the libel 
in rem. (61 F. (2d) 187). The Supreme Court granted certiorari 
on petition of libellant alone to resolve an alleged conflict be- 
tween the decision below and that of the Court of Appeals for 
the sixth circuit in The Oregon, 55 Fed. 666, 676. Justice Stone 
said the only question presented was whether the petitioner was 
entitled to a lien on the vessel for the overpaid freight, The 
court held the petitioner was entitled to a lien. Justices Mc- 
Reynolds, Sutherland, Butler and Roberts were of opinion that 
the challenged judgment should be affirmed. 


FRISCO REORGANIZATION 


J. M. Kurn and John G. Lonsdale, trustees of the St. Louis- 
San Francisco, have called a meeting of general creditors of 
that railroad to be held in one of the conference rooms of the 
Commission on Nov. 24, with a view to obtaining their senti- 
ments about plans for the reorganization of the carrier’s affairs. 
One reason for the meeting in Washington is the fact that the 
Reconstruction Finance Corporation is one of the creditors. The 
Commission will have no part in the conference. It has merely 
consented to the use of one of its conference rooms. 


LABOR DISPUTE SETTLEMENTS 


In 1932 a total of 11,865 grievances of workmen of the 
Pennsylvania Railroad were settled at conferences between rep- 
resentatives of employes and the management, according to 
answers made the Pennsylvania in response to Coordinator East- 
man’s “company union” questionnaire. Of these, according to a 
statement given to newspapers, 4,557 were decided in favor of 
the employes, and 4,350 were withdrawn. The joint reviewing 
committee, which is sort of a supreme court which reviews cases 
not settled in the regular committee conferences, handled 144 
cases, of which 79 were decided in favor of the management and 
32 in favor of the employes, and 33 were withdrawn. The plan 
of employe representation has been in operation for more than a 
decade, it is stated. 


CHANGE IN DOCKET 


Hearing in Fourth Section Application No. 15341, filed by W. S. 
Curlett, Agent, assigned for November 17, at Washington, D. C., be- 
fore Examiner Peyser, was canceled, the application having been 
withdrawn. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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CAR POOLING COMMITTEE 


Coordinator Eastman has announced the appointment of a 
committee of railroad mechanical and accounting officers which 
will cooperate with his organization in its study of freight car 
pooling. In announcing the creation of the committee the co- 
ordinator said: 


The committee consists of the following men, who have not been 
detached from their present positions, but who will devote such time 
as may be necessary to the task assigned them: F 

Eastern Region—Livingston Martin, master car builders accounts, 
Baltimore & Ohio; A. E. Calkins, superintendent of rolling stock, New 
York Central; R. L. Kleine, assistant chief of motive power, Penn- 
sylvania. ‘ 
™ Western Region—K. F. Nystrom, superintendent car department, 
Chicago, Milwaukee, St. Paul & Pacific; S. O. Taylor, master car 
puilder, Missouri Pacific; J. F. Tribble, car repair accountant, Union 
Pacific System. . ; 

Southern Region—C, J. Bodemer, superintendent of machinery, 
Louisville & Nashville; B. F. Allen, auditor of disbursements, Sea- 
board Air Line; W. B. Henley, traveling mechanical inspector, Illi- 
nois_ Central. ‘ ‘ : 

These officers, working in conjunction with the coordinator’s 
section of car pooling, will undertake to formulate rules for the 
proper maintenance of freight cars under a pool operation. As the 
eoordinator has previously pointed out, it is generally conceded that 
the lack of an adequate and satisfactory maintenance program has 
been the greatest drawback in pool plans heretofore advocated. This 
study is not to be understood as implying any committment to a 
pooling plan, but rather as an important step in determining the 
feasibility and desirability of such a plan. ; 

A compréhensive survey of the freight car equipment (including 
the repair and retirement program) of all Class I railroads has just 
been completed and the information developed is available to the 
committee in its further study of the subject. 


TURNEY ON COORDINATION 


Addressing the Railroad Club of New: York, meeting in the 
auditorium of the Engineering Societies Building in New York, 
November 17, J. R. Turney, director of the section of transporta- 
tion in Coordinator Eastman’s organization, undertook to answer 
the question, “Whither Coordination?” His observations, it is 
believed, indicate, in a general way, the course of the merchan- 
dise survey his section has been conducting and on which Co- 
ordinator Eastman is expected to make his first report. 
Mr. Turney said: 


As a particeps criminis to the plague of questionnaires which 
recently has been unloosed in your general direction, it may be 
appropriate to answer publicly the questions most frequently hurled 
at me privately: ‘‘What’s all the shooting for?’ and ‘‘What are you 
trying to do?” especially since it may be that some of you have 
the same concept of coordination that I had last spring—that, like 
regulation, it was just another word which rhymed with damnation! 

There is danger in attempting either to over-simplify or to 
under-simplify the answer to these questions. While they go to the 
very roots of the transportation problem, they must be answered 
from a forest rather than a tree perspective of that problem. 

Land transportation has been the keystone of the development 
of civilization upon this continent. Until it came, America continued 
a thinly populated fringe along the Atlantic seaboard for three 
hundred years. With its advent our nation in less than one-third 
that time achieved one of the greatest civilizations and at the same 
time one of the few (if not the only) inland civilizations. 

Beginning as a miscellaneous collection of local dray lines operat- 
ing on fixed tracks the American railroads have ever kept pace with, 
indeed have set the pace for, continued expansion, development and 
consolidation of territory, of industry and of commerce until today 
their physical properties and facilities have been welded into a single 
machine, just as our transport has been integrated into a single 
function. Few railroad activities are local, and there are few, if 
any, railroad acts the repercussions of which are confined to the 
actor. No railroad can live alone—none can exist solely on its local 
traffic. Fact number one to be faced is the interdependency of rail- 
roads upon one another. 


Railroad organizations unlike railroad instrumentalities so far 
from becoming integrated have retained complete autonomy. Despite 
their mutual dependence upon each other and the resultant imper- 
ative necessity for complete cooperation our railroads remain largely 
independent units. This anomalous situation is partly due to blind 
adherence to a fetish for unrestrained carrier competition, and partly 
to the fact that each railroad organization is financially answerable 
only to its own stockholders, and must build up its own traffic and 
earnings without regard to the effect upon other companies: By 
reason of this fact the viewpoint of a ralroad organization has been 
and is necessarily provincial and largely limited to the particular 
territory which it serves. 

This condition has been aggravated within fhe recent past by 
the diversion of traffic to other means of transport—pipe lines, power 
lines and, still more recently, highway carriers, many of whose 
activities are not restricted by public regulation to the same degree 
as the railroads, and also by a disturbance of traffic flow due to 
unification under the consolidation provisions of the transporta- 
tion act. ° 

This diversion of traffic in many cases has resulted in the dupli- 
cation of rail facilities and services, particularly by smaller or by 
marginal carriers. The net result is an overproduction in transport 
facilities at the very time when national economy demanded that 
exactly the opposite course, at least with respect to railroads, should 
e followed. 


The Why of Questionnaires 


With the depression came the harvest! Present transport condi- 
tions can scarcely be defined by any more optimistic adjective than 
chaotic. The influence of market competition—perhaps the most 
wasteful of all forms of competition—continues with unabated force. 
The situation resembles a spectacle sometimes held in the south 
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ealled a (‘‘battle royal’? in which ten or fifteen pugilists of various 
weights and sizes fight in the same ring until all but one are knocked 
out. The railroads, trucks, pipe lines, water lines are indiscriminately 
fighting in the same arena with and between one another, no holds 
and no weapons are barred but all rely chiefly on bowie knives! Most 
of the contestants are being bled white. The industrial and economic 
development of the country is threatened, carrier securities and credit 
are at a new low ebb, and those carriers which have not felt the 
sheriff's hand, have felt his breath. Fact number two to be faced 
is that transportation progress is imperiled through the failure of 
transport organizations to integrate. 

The emergency act of 1933 was passed in recognition of both these 
facts. It proposes to remedy the evils by bringing order out of dis- 
order—to stop the “‘battle royal’ while the contestants are still alive. 
For this purpose a small organization has been created under a co- 
ordinator to serve as the corridor through which the transportation 
industry can reorganize itself. An important duly of the coordinator 
is to develop a national plan for the integration of transportation. 
Since the need for expedition in carrying out this job brooks no 
delay, the coordinator is enlisting the cooperation of shippers, rail- 
roads, highway, and water operators in collecting the data and sug- 
gestions necessary to formulate such a plan. This is the ‘‘why” of 
the questionnaires—now for their objectives. 

The first prerequisite in the formulation of a national plan is an 
appraisal of the job to be performed by the transport machine. The 
volume of the traffic to be handled, its origins, destinations, com- 
modity and seasonal movements must be determined, the present 
routes and channels over which it flows, its service requirements with 
respect to dependability, speed, convenience in facilities, schedules, 
and accessorial services, and size of sales units to be moved must 
be ascertained, reasons which led to the use of one transport agency 
in preference to another, limitations with respect to the charges 
which the traffic will bear from the standpoint of market competition 
both domestic and foreign and within narrow limits from the stand- 
point of customer buying power, must be analyzed. 

Much of this information must come from shippers themselves. 
To date their response has been magnificent. Nearly forty thousand 
replies were received to the merchandise inquiry. Over thirty-five 
thousand gave detailed information about a total tonnage over sixty 
million tons of merchandise. 


The next requisite in the formulation of a national plan is a 
survey of available transport facilities to determine the capacity and 
suitability of each type of carrier and the manner in which each can 
best be made a part of a coordinated system. The roadways of each, 
the effect of increasing or diminishing the loaq thereon, the capacity 
and location of terminals, and the vehicles used must be examined 
both to appraise the potentialities and limitations of each for im- 
proved service and to explore the ssibilities of minimizing the waste 
of duplicate or uneconomical facilities. 

An outstanding problem is reduction in the enormous dead weight 
which the railroads haul about the country, representing as it does 
over twice the weight of the revenue freight handled. The problem 
must be attacked from three angles—better design, lighter materials, 
and more economical utilization. Thorough investigation must be 
made to find improvements which will make our cars more generally 
utilizable. Suggestion has been made that consideration be given 
to box cars which can be loaded through the roof. Such cars would 
greatly reduce loading cost as well as make the car of greater 
general utility. Cars of this type have been used successfully in 
Sweden and South America. Other suggestions are closed topped 
gondola car and hopper bottom box cars. We must lend an attentive 
ear to the metallurgist who now proposes to use the new steels, 
alloys and the aluminum with which he has worked wonders in other 
industries, in railroad car doors, roofs, sides and perhaps even in 
floors in underframing. 

Mechanical devices which will reduce the impact shocks of pres- 
ent draft gears and those due to our brakes or which will overcome 
the destructive effect of continuous spring vibration, thereby eliminat- 
ing the need of tornado-proof packing requirements, are among the 
many improvements which are claimed to be ours for the asking and 
all of which merit, indeed demand, thorough and unbiased in- 
vestigation. 


A most serious problem which confronts us is the fact that the 
container offered rail patrons does not permit the movement of goods 
in sales unit quantities desired by the consumer. The great box car 
of today may be ideal from the railroad standpoint if and when it is 
fully loaded, an event rare, indeed, in this era of hand-to-mouth 
buying. At the threshold of rail highway coordination is the problem 
of equipment which is easily interchangeable between railway and 
highway. Such equipment is now available in a large number of 
designs, some of which have been in practical operation for some 
years past. 

The next field to be investigated is that of the service rendered 
by the several transport agencies, speed, convenience and com- 
pleteness. 


Vital Importance of Speed 


Of vital importance is the question of speed. Not only are our 
files replete with instances where large volumes of traffic are moving 
by less economical means solely because of the difference in time, 
but answers to the merchandise questionnaire show that 73 per cent 
of all the tonnage which moves by truck does so partly because that 
service is faster. Although manifest trains move in road service at 
a rate much faster than possible by any other means, the average 
loaded car spends but a fraction of its time in such trains and 
dawdles away the remainder in terminals. Ways to eliminate this 
stagnation in the traffic blood stream can and must be found, not 
only to improve the service but to cheapen it. We must completely 
dissect our movements of cars and find what they are doing in the 
terminals. Results of experiments which have been made in a num- 
ber of cases indicate splendid possibilities of speeding up service by 
the coordination of rail and highway facilities. This field must be 
explored thoroughly and with an open mind. 

Among the greatest of time killers are our old friends, the 
interchanges. Not only does the actual movement cosnume time 
which could be much more advantageously used on the road, but 
since the schedules of each carrier are made largely to fit its own 
conditions, they frequently fail wholly to fit in with the schedules 
of its connections. On the other hand, there are many cases where 
carriers by cooperative scheduling have entirely eliminated these 
delays. The field is pregnant with possibilities, among which might 
be named the limitation of interchange points and restrictions against 
specification of junctions in routing. d Wty 

Answers to the shippers’ merchandise questionnaire indicated that 
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61 per cent of the truck utilization was due in part to greater con- 
venience and flexibility in the service. The large train units in 
which railroads move freight place decided limits upon the flexibility 
or convenience of schedules. Consideration must be given to joining 
other carriers in staggering schedules, to the use of light inexpensive 
special service or express trains, and possibly to utiliizng trucks for 
special movements. 
Store-Door Delivery 


One of the most heated controversies of the day rages about the 
question of complete service from the door of the consignor to the 
door of the consignee. All of the heat and most of the controversy 
is due to the perfectly natural desire of those carriers which have 
the bulk of the industries at a given point to avoid opening up their 
preserves to the newcomers, and an equally natural desire upon the 
part ef the newcomer to get into the pantry. Once this traffic angle 
is settled by integrated policy the row will soon be over. For years 
the carriers have given store-door collection and delivery service 
of carload freight without additional charge to on-track shippers. 
In numerous cases before regulatory commissions it has been claimed 
that the expense in operation and capital required of the carrier in 
rendering this service is very large and, in fact, may equal or exceed 
the cost of trucking the freight to or from the rail head. The motor 
truck has forced the issue by extending exactly the same service to 
off-track shippers as the railroag extends to on-track shippers. The 
result is that the trucks have made relatively larger inroads into the 
carload traffic of off-track shippers than into the traffic of on-track 
shippers. These losses are particularly severe because the off-track 
patron frequently is a commercial house handling higher-rated traffic. 
This situation must be examined entirely without heat and without 
prejudice, from the standpoint of the on-track shipper as well as 
off-track shipper and from the standpoint of all carriers, highway 
as well as railway, to discover the defects, if any, in the present 
system and the possibility as well as the cost of changing it. 


A field of inquiry indispensable to a sound national plan is that 
of the cost of transportation. It is as broad as it is important. 
At the threshold of any transport movement is the cost to which the 
shipper is put in making the shipment ready—billing, routing, pack- 
ing, and loading. Thé claim is made often that these costs equal 
and even exceed the entire freight bill. It is necessary to find out 
what these costs are, how and why they accrue and what the carriers 
can do to reduce or eliminate them. 

Closely analogous to these costs are those of collection and deliv- 
ery to which I have already referred. Part of these costs are borne 
by the on-track shipper in some cases and all of them are borne 
by the off-track shipper in all cases of movement. Statistical general- 
izations indicate that at least forty per cent of the costs of trans- 
portation accrue within yard limits of terminals. These yard serv- 
ices embrace classification, transfers, interchanges, collections and 
deliveries on house, team and industrial tracks, and accessorial serv- 
ices. The cost of each of these various élements must be segregated 
in order to compare them with the cost of accomplishing the same 
results by other means and methods. The claim is made that trucks, 
before or after a road-haul, can originate or terminate fifty thousand 


pounds or more of carload traffic at less than one-half the comparable 


railroad cost. 
If this be a fact it must be faced, and either the rail method 


improved and cheapened or the truck method adopted. Before the 


fact can be faced it must be ascertained. 

The quite general claim of operating men that we are paying 
a heavy price for the speed of our red ball or manifest trains war- 
rants thorough investigation, particularly when we remember that 
apparently a large amount of the time gained by that speed is 
squandered in the terminals. While we are breaking down line 
expenses to get the relative cost of manifest and drag freights, let 
us not overlook that mid-victorian relic, the way freight, nor fail to 
seek ways and means to cause the cost of train switching to dis- 
appear. Along with these railroad cost studies we must make like 
analyses of similar or related activities of highway and water 


transportation. 
Private Transport of Freight 


The coordinator has nothing to do with the regulation of rates 
under the commerce act, in so far as “‘reasonable levels’ under section 
one or “discrimination or preference’”’ under sections three and four 
are concerned. These are questions solely within the jurisdiction of 
state and interstate commissions. On the other hand, the question 
of charges and rate levels (as distinguished from particular rates) 
is vital to a national plan of transportation. 

A controlling factor which is strangely ignored in public discus- 
sion of highway carrier regulation is that the real competition which 
all carriers, highway as well as rail, must face is the potential 
ability of any prospective customer to provide his own freight trans- 
portation by his own equipment just as he is already largely providing 
his own passenger transportation. If you will chart the cost of han- 
dling by highway for various distances, loads varying from five to 
thirty tons, the rail carload rates charged for the same service, and 
the railroad gross and out-of-pocket costs of providing that service, 
you will receive several shocks, most of which prove unpleasant. 

When we can chart these curves accurately—which will be after 
a detailed analysis of truck and rail costs—it will be possible to 
ascertain with accuracy the spread in carrier rates which is econom- 
ically possible under modern conditions. 

At present carriers are all more or less at the mercy of the 
shipper with respect to what rate reductions are necessary to recap- 
ture or prevent traffic moving by the shippers’ own vehicles. Suspi- 
bs 4 quite rife that generally the shipper has been merciful to 

mself. 

In connection with the consideration of the type of containers 
or cars necessary to meet the sales unit requirements of the shipper, 
study must also be given to the preservation of the economies of 
tonnage train loading which have made our operations so efficient 
in the past. 

The claim is sometimes made that the actual, as distinguished 
from the —. rate levels of the several rate-making territories 
do not in the aggregate materially differ. Should the facts sub- 
stantiate this claim, drastic simplification in classification and tariffs 
would become possible. These changes, of course, would be brought 
about by the carriers over a period of time and would aid greatly 
in integrating the industry and in reducing the evils of market 
competition. 

The greatest opportunity for good lies not in.the coordination 
of these physical instrumentalities but in the integration of carrier 
organizations, methods, and practices. Our administrative, operative 
and sales methods and organizations must be critically analyzeq to 
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develop ways and means by which the many conflicting organizations 
now separately attempting to perform a single function can be ¢o- 
ordinated into an integrated industry. This will require cooperation 
to an extent which, to some of us, may appear extreme, and realiza- 
tion that the interest of the individual carrier can best be served 
by those policies which are best for the industry as a whole. This 
does not mean cooperative huddles to stifle initiative, progress and 
enterprise. While it will require common counsels of transport 
policies, it does not mean limiting the industry to the mental capacity 
of the slowest and most self-satisfied member. . 

The job which the coordinator has laid out is a big job and a 
carrier job. It is not a snooping expedition. Its purpose is not 
fault-finding but fact-finding. To be successful it demands full- 
hearted support from carriers and shippers alike, particularly as 
June 15 next is our deadline, in view of which every investigation, 
every return, and every analysis has already been scheduled and 


programmed. 
We must look at the problem objectively; must unflinchingly face 


the facts as they are developed. Neither prayer nor profanity will 
do this job and both must give way along with passion and prejudice. 
The formulation of a national plan should comprehend all agencies 
of transportation, should coordinate each upon the basis of its 
inherent utility and potentiality for service, should make possible a 
system designed from the standpoint of facilities, equipment, speed, 
completeness of service, to give the best possible service at the 
cheapest possible cost to our nation in times of peace and in times of 
war to provide an efficient weapon for its national defense. Such a 
plan should search out and ascertain the methods, rates and charges 
by which the greatest benefits can be received by the country, and 
the greatest financial stability attained by the carriers. It should 
seek also the means by which, while encouraging the maximum use 
of each transportation facility within its proper sphere, the use of 
such facility will be confined within that economic sphere. If and 
when this ideal is realized, there need be no fear of the future of 
the railroads. Not only will they continue to be the backbone of 
our nation’s economic and financial structure but they should provide 
a large part of its strength and sinew. 


RAIL EXECUTIVES MEET 


Little of a startling nature, at least so far ag announcements 
were concerned, developed at the annual meeting of the Asso- 
ciation of Railway Executives in Chicago, November 10. There 
was a large attendance, with representatives of nearly all class 
I railroads on hand, and the meeting lasted longer than cus- 
tomary, but, so far as could be learned, it was mainly occupied 
with routine matters. 

The only exception to that was a reorganization of the 
advisory committee along territorial lines. It also became 
known that there was discussion of, but no final action on, a 
proposal of the federal relief administration that freight rates 
on shipments of materials and supplies to be purchased and 
distributed by it be reduced fifty per cent. 

Reorganization of the advisory committee was said to have 
been necessitated by an increase in the duties of the commit- 
tee since its original formation. In the past it has functioned 
as somewhat in the nature of a subcommittee of the executive 
committee and was appointed by R. H. Aishton, chairman of that 
committee. With its forty-nine members, the executive com- 
mittee was regarded as unwieldy as an administrative body and 
the advisory committee, formerly composed of eleven members, 
had taken on the character of a steering committee. Its re- 
organization is taken as an indication of a further development 
along that line. 

The membership of the committee was increased to fifteen, 
with six members from eastern territory (one of those from 
New England), six from among the western executives, and 
three from the south—each territory electing its own mem- 
bers. To W. W. Atterbury, president of the Pennsylvania; J. J. 
Bernet, president C. & O., Nickel Plate, and Pere Marquette; 
Daniel Willard, president of the B. & O.; F. E. Williamson, 
president of the New York Central, and J. J. Pelley, president 
of the New Haven (representing New England roads), who 
were on the old committee representing eastern lines, was 
added J. M. Davis, president of the Lackawanna, as the sixth 
member from that territory. 

Western lines were already represented by L. W. Baldwin, 
president, Missouri Pacific; Carl Gray, president of the Union 
Pacific; Hale Holden, chairman of the Southern Pacific Com- 
pany, and L. A. Downs, president of the Illinois Central. Mr. 
Downs was transferred to the southern representation and the 
following were elected: H. A. Scandrett, president of the Mil- 
waukee; Fred W. Sargent, president of the North Western, and 
J. E. Gorman, president of the Rock Island. 

The two members on the committee before its reorganiza- 
tion from southerr lines, making up the full representation, 
with Mr. Downs, are W. R. Cole, president of the L. & N., and 
Fairfax Harrison, president of the Southern Railway. 

Mr. Aishton and R. V. Fletcher, general counsel of the 
association, were named ex-officio members of the committee 
and both were reelected to their respective offices in the ass0- 
ciation, as was Alfred P. Thom, associate general counsel. 

Three new members were elected to the executive com- 
mittee to fill vacancies, as follows: N. B. Pitcairn, coreceiver 
of the Wabash and Ann Arbor; Charles H. Hix, president of the 
— and George B. Bagby, president of the Western Mary- 
and, 
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The conference on railroad recovery, which had been in the 
course of organization for several weeks, held its first meeting 
November 15 attended by eighty industrial and business leaders 
from various parts of the country, including many directors of 
the larger railroads and representatives of insurance companies, 
savings banks, and other financial institutions that are holders 
of railroad securities, Pierre S. du Pont of Wilmington, Del- 
aware, recently appointed by the President to membership on 
the Industrial Advisory Board, chairman of the Board of E. I. 
du Pont de Nemours and Company and director of the Penn- 
sylvania Railroad, presided over the meeting as chairman. 
"Mr. du Pont said at the conclusion of the meeting that no 
specific plan for the railroads had been discussed or formulated. 


He said: 


Although this was a meeting to discuss the railroad question, the 
large interest of this group is naturally in the national recovery and 
not only in railroad measures but in all others which can help to in- 
sure it. Railroad prosperity in the main depends on national pros- 
perity. We must remember at the same time the tremendous bear- 
ing the railroad system has on national economy. Railroads are one 
of the pillars of the economic structure and their future has a great 
bearing On the prosperity and welfare of everyone. 

In devising means of dealing with the emergencies of the de- 
pression, there is some danger in adopting measures to deal with the 
questions of immediate importance, of failing to take due account of 
their bearing on the long term future of the country’s transportation. 
There is an unexampled opportunity for all who have an interest, di- 
rect or indirect, in the future of railroads—the government, the ship- 
pers, those employed in the service in any capacity, tho manage- 
ments and the investors to get together, reconcile their differences 
of opinion and agree on a program for the future. Broad, long time 
solutions arrived at in that spirit would have a reassuring and sta- 
bilizing effect on business generally which would help greatly to pro- 
mote the general recovery for which everyone is striving. 

The Coordinator of Transportation, appointed under the emergency 
railway act, is having the hearty cooperation of the railroads in 
efforts to bring about a better coordination of service so as to in- 
crease the efficiency and economy of operation. The Coordinator is 
charged by law with the duty of studying the whole situation and 
recommending measures which he believes will strengthen the rail- 
road structure. Our group also will cooperate with Mr. Eastman or 
others dealing with the problem in the hope that a sound basis for 
a long period of prosperity for the railroads and the country may 
thereby be established. 

Today’s discussion dealt principally with broad questions of policy. 
All agreed that under private ownership and operation there should 
be public regulation to safeguard the public interest, but that we 
should strive for regulative policies expressive of a constructive and 
not a repressive attitude toward the railroads. Railroads no longer 
have a monopoly of transportation. With the system of public high- 
ways and the improvement in motor vehicles, the development of the 
aeroplane, the enlargement of the network of inland waterways and 
pipelines, a large share of the traffic which used to be handled by the 
railroads is going to other agencies of transportation and much of 
this business is not subject to public regulation. 

Public regulation has served as a much better safeguard of the 
public interest than the competition between the railroads insisted 
upon under the éarlier policies of the country. Now it is seen how 
costly and wasteful this competition is and how much better it will 
be to place emphasis on a greater degree of cooperation between the 
railroads and a more effective coordination of their facilities. 


We should have railroads which are strong and self-supporting. 
None other can serve the public efficiently, none other can treat em- 
ployes properly, none other can keep abreast of the country’s needs, 
utilizing to the full our national inventiveness and scientific genius 
which in every branch of endeavor is serving to advance our stand- 
ards of living. Railroads must be self-supporting for this further 
reason. When they are not their credit is impaired. Then they are a 
drag on our whole financial structure and tend in the end to strain 
the credit of the government itself. 


The conference appointed a committee of nine members 
to carry out the purposes of the conference and to cooperate 
with the Security Owners’ Association in consideration of 
measures regarded as important to the strength and financial 
stability of the railroad industry. 


Among the speakers was Milton W. Harrison, president of 
the Security Owners’ Association, an organization representing 
insurance companies, savings banks, and others holding railroad 
securities. He presented the viewpoint of the investor in the 
present situation and offered to cooperate with the conference 
in studies of the situation and in formulation of constructive 
measures. 


Jeremiah Milbank spoke on the importance of advancing a 
comprehensive plan for improvement of the position of the rail- 
roads in a fundamental way. . 

W. A, Harriman spoke on the desirability of forming an 
association representative of all Class I directors to cooperate 
with investors, and stressed the necessity for action on the part 
. oe committee until such organization could be 

ected. 


James Lee Loomis emphasized the necessity of cooperation 
of all financial interests in order to protect the investments of 
the millions of small investors who are vitally concerned with 
the prosperity of the railroad industry. 

The other conferees were as foiiows: Abbott, W. Rufus, Chi 
cago, Ill.; Baker, Stephen, New York City; Beach, Samuel H., 
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Rome, N. Y.; Benson, Philip A. Brooklyn, N. Y.; Bishop, Geo. T.., 
Cleveland, Ohio; Bledsoe, S. T., Chicago, Ill.; Brooks, Frank F., 
Pittsburgh, Pa.; Brown, E. N., New York City; Burns, F. High- 
lands, Baltimore Md.; Burr, Geo. L., New York City; Cleary, 
Michael J., Milwaukee, Wis.; Colpitts, W. W., New York City; 
Converse, Myron F., Worcester, Mass.; Corson, W. R. C., Hart- 
ford, Conn.; Crowley, P. E., New York City; Dewey, John C., 
Jr., Pittsfield, Mass.; Ecker, Frederic W., New York City; 
Erminger, H. B., Jr., Chicago, Ill.; Fordyce, Samuel W., St. Louis, 
Mo.; Froeb, Charles, Brooklyn, N. Y.; Gawtry, Lewis, New York 
City; Geddes, Donald G., New York City; Green, Allen P., Mexico, 
Mo.; Greer, Samuel M., New York City; Guthrie, Francis S., 
Pittsburgh, Pa.; Hammond, John Henry, New York City; Harri- 
man, W. A., New York City; Hays, Will H., New York City; 
Hodges, George W., New York City; Ingersoll, C. Jared, Philadel- 
phia, Pa.; Jones, Mark M., New York City; Kelleher, Hugh G. M., 
New York City; Kirby, J. B., Baltimore, Md.; Kyle, Geo. A., 
Boston, Mass.; Lanman, David H., Brooklyn, N. Y.; Law, William 
A., Philadelphia, Pa.; Lee, Ivy, New York City; Linton, Morris, 
Philadelphia, Pa.; Loomis, James Lee, Hartford, Conn.; Mc- 
Kenney, A. C., Richmond, Va.; Milbank, Dunlevy, New York 
City; Milbank, Jeremiah, New York City; Mills, Andrew, Jr., 
New York City; Morawetz, Victor, New York City; Oldham, John 
E., New York City; Olsen, Harry, New York City; Phelan, James 
J., Boston, Mass.; Pratt, Harold I. New York City; Rearick, 
Allan C., New York City; Replogle, J. Leonard, New York City; 
Robinson, A. C., Pittsburgh, Pa.; Roosevelt, A. B., New York 
City; Sargeant, William H., Springfield, Mass.; Slade, George 
T., New York City; Slover, Samuel LeRoy, Norfolk, Va.; Sorrell, 
Dr. Lewis C., Chicago, Ill.; Sturgis, Henry S., New York City; 
Van Sweringen, O. P., Cleveland, Ohio; Warner, J. R., Newark, 
N. J.; Wood, Willis D., New York City; Woolley, Clarence M., 
New York City; Young C. Willard, Jr., New York City; Chisholm, 
Hugh H., New York City. 


TRANSPORTATION CONFERENCE 


The Transportation Conference of 1933, organized to prepare 
transportation legislative recommendations to submit to the next 
Congress, held its fifth meeting in Chicago, November 10 and 11. 
Five long reports on various aspects of regulation of the com- 
peting transportation agencies were submitted and discussed. 
More than thirty conferees participated in the meeting, repre- 
senting seventeen associations and organizations interested in 
transportation, directly or indirectly. Unusual progress in iron- 
ing out differences of opinion among the various groups was 


reported. 

The five reports dealt individually with the rate regulation 
of the several agencies of transportation, the function of the 
federal government with respect to the regulation of safety 
matters in interstate transportation, the regulation of the supply 
of transportation services and facilities, the position of the 
freight forwarder in the transportation system, and the reor- 
ganization of the federal agencies of transportation regulation. 

The reports were accompanied by recommendations, which 
were discussed, and tentative action was taken on a part of 
them. 

The next meeting is scheduled for December 4 and 5, in New 
York, at which further consideration will be given to these re- 
ports and to others on consolidation and finance. Two meetings 
are expected in December. The hope has been expressed that 
the conference will be able to conclude its work with two 
more meetings, though some doubt as to that accompanied the 
expression of hope. 

The following associations were represented at the Chicago 
meeting by the delegates named: 

{ 

American Bankers Association—Arthur H. Evans, vice president, 
Continental Illinois National Bank and Trust Company, Chicago. 

American Iron and Steel Institute—C. S. Belsterling, New York, 
New York. 

American Newspaper Publishers’ Association—R. A. Cooke, mana- 
ger, traffic department, American Newspaper Publishers’ Association, 
New York. 

American Short Line Railroad Association—W. L. White, presi- 
dent, American Short Line Railroad Association, Washington, D. C.; 
J. Fred Sheehy, regional vice president, American Short Line Rail- 
road Association, Chicago. 

Association of Railway Executives—L. W. Baldwin, president, 
Missouri Pacific, St. Louis; I. B. Tigrett, pepesent. Gulf Mobile and 
Northern, Mobile; J. M. Davis, president, Delaware, Lackawanna and 
Western, New York; Dr.°C. S. Duncan, statistician, Association of 
Railway Executives, Washington, D. C.; L. W. Johnson, statistician, 
office of the president, Missouri Pacific, St. Louis; R. V. Fletcher, 
general counsel, Association of Railway Executives, Washington, D. C. 

Association of Regulated Lake Lines—George B. Wright, freight 
traffic manager, Detroit and Cleveland Navigation Company, Detroit; 
H. T. Hoopes, general manager, Minnesota-Atlantic Transit Com- 
pany, Detroit. 

National Association of Manufacturers—Noel Sargent, secretary, 
National Association of Manufacturers, New York; F. N. Bard, presi- 
dent, Barco Manufacturing Company, Chicago; James E. Wilson, 
vice president, Larkin Company, Buffalo. 

ational Industrial Conference Board—A. C. Moore, president, 
Chicago Railway Equipment Company, Chicago. 
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Railway Business Association—Wm, E,. Sharp, president, Grip Nut 
Company, Chicago. 

Security Owners’ Association—Milton W. Harrison, president, Se- 
curity Owners’ Association, New York; A. C. Robinson, chairman, 
Peoples-Pittsburgh Trust Company, Pittsburgh. 

American Petroleum Institute—Ralph H. Soper, Standard Oil 
eee of Indiana, Chicago; Henry Hauseman, Pure Oil Company, 
Chicago. 

American Railway Association—M. J. Gormley, president, Ameri- 
can Railway Association, Washington, D. C. 

American Transit Association—Claude Cass, 
American Transit Association, Washington, D. C. 

American Trucking Association, Inc.—C. S. Reynolds, president, 
Wilmot Reynolds and Lamb, Inc., Tacoma, Washington, vice presi- 
dent, American Trucking Associations, Inc.; Ted V. Rogers, president, 
American Trucking Association, Inc., Washington, D. C.; E. S. Bras- 
hears, counsel, American Trucking Associations, Inc., Washington, 
—- Bac J. L. Keeshin, president, Keeshin Motor Express Company, 
Chicago. 

Canal Carriers’ Association, Inc.—Stanley Carpenter, executive 
secretary, Canal Operators’ Association, Inc., New York. 

Lake Carriers’ Association—L. C. Sabin, vice president, Lake Car- 
riers’ Association, Cleveland; F. W. Dever, freight traffic manager, 
Great Lakes Transit Company, Chicago. 

Institute of American Meat Packers—George J. Blair, Chicago. 


N. A. R. U. C. COMMITTEES 


The legislative committee of the National Association of 
Railroad and Utilities Commissioners, Commissioner Clardy, of 
Michigan, chairman, will meet at the office of the general 
solicitor of the association in Washington, Nov. 20, to consider 
proposed legislation expected to be before Congress at the 
next session, particularly legislation relating to federal regu- 
lation of motor vehicle carriers. 

“It is expected that legislation providing such regulation 
will be presented to Congress as a part of permanent trans- 
portation legislation to coordinate federal regulation of rail, 
water and air transportation,” said John E. Benton, the general 
solicitor. “It will be remembered that the emergency railroad 
transportation act, 1933, directs the coordinator to submit 
recommendations for additional legislation to the Commission, 
which shall transmit the same with its comment thereon to the 
President and the Congress. Nobody now knows how extensive 
these recommendations will be, nor what subjects they -will 
cover, but it is expected there will be a general transporta- 
tion bill, of which a part will deal with motor carriers. In that 
matter the state commissions have long been interested and 
the Cincinnati convention directed the committee to continue 
its activities in the promotion of proper regulation. 

“Any revision of the interstate commerce act which will 
extend the powers of the Interstate Commerce Commission will 
be of vital interest to the state commissions, which will desire 
to guard against further diminution of state commission juris- 
diction. In addition to transportation legislation, it appears 
probable that there will be bills before Congress, perhaps with 
administration backing, extending federal regulation of com- 
munications companies and of electric and gas utilities.” 

President Higgins, of the National Association of Railroad 
and Utilities Commissioners, has appointed the executive com- 
mittee of the association which is composed, in addition to ex 
officio members, of the following: Commissioner Joseph B. 
Eastman and E. I. Lewis, director of valuation, of the Inter- 
state Commerce Commission; and the following state commis- 
sioners: George R. Van Namee, New York; C. J. Laurisch, 
Minnesota: C. V. Terrell, Texas; Clyde L. Seavey, California; 
Alexander M. Mahood, West Virginia; Thomas E. McKay, Utah; 
Harold E. West, Maryland; Robert H. Dunn, Michigan; George 
W. Woodruff, Pennsylvania; E. J. Hopple, Ohio: Paul A. Walker, 
Oklahoma; Worth Allen, Colorado; and Albert J. Stearns, Maine. 
Ex officio members include President Higgins, of Connecticut; 
First Vice-President McDonald, of Wisconsin; Second Vice- 
President Morgan, of Alabama; Secretary Walker, of New York, 
and General Solicitor Benton. The past presidents of the asso- 
ciation are also members of the committee. 


ONE REGULATING BODY 


John J. Pelley, president of the New Haven Railroad, speak- 
ing before the Naugatuck Valley Industrial Traffic Association, 
in Waterbury, Conn., November 15, declared his belief that the 
country needs a tribunal that will compare with the Interstate 
Commerce Commission, but whose scope would embrace all 
forms of transportation. “It should not be left to highway 
engineers to determine what highways shall be built,” he de- 
clared. “It should not be left to army engineers to determine 
whether there is any economic justification for a waterway 
improvement. It should not be left to aviation engineers to 
determine what airways shall be established. The cost of such 
procedure has been too great.” 

Mr. Pelley said nearly two billion dollars of the taxpayers’ 
money has been spent by the federal government to develop 
water transportation in competition with the railroads, on which 


general counsel, 
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the government received no return, and which cost more than g 
hundred million dollars a year to maintain, without any cop. 
sideration of whether there was any economic justification for 
the expenditures. “No one cared what it cost to develop do. 
mestic waterways,” he commented, “so long as the taxpayers 
paid the bill.” 

The federal government, Mr. Pelley said, paid more than 
twelve million dollars in 1932 to provide lighted airways, radio 
beacons and radio weather service, all of which are furnished 
without charge to the commercial air lines; paid twenty million 
dollars in 1932 for transporting mail, which was fourteen million 
dollars more than the entire revenue derived from air mail 
without considering the costs of pick-up and delivery. 

“It cost the federal government an average of more than 
$60 for each passenger who traveled by air in the year 1932,” 
he said. In addition, cities and states also make substantial 
contributions toward the operation of commercial air lines. 

“Commercial highway transportation in the State of Con- 
necticut,” he charged, “is being subsidized by the taxpayers to 
the extent of sixteen million dollars a year, an average of $10 
a year for each man, woman, and child living in the state, 

“Much is being said about the advisability of the various 
transportation agencies being coordinated with each other. It 
must be obvious to everyone that, under the conditions which 
now exist, where the railroads alone are fully regulated and 
required to be self-sustaining, while all other forms of trans- 
portation are not only unregulated but heavily subsidized, any 


real coordination is impossible.” 


RAILROAD EARNINGS 


Operating revenues and operating expenses of Class I steam 
railroads for September and the nine months ended with Sep- 
tember, 1933 and 1932, compiled from carrier reports by the 


Bureau of Statistics of the Commission, follow: 


September 


Average number of miles operated 
Revenues: 
Freight 
Passenger 
Mail 
Express 
All other transportation 
Incidental 
Joint facility—Cr 
Joint facility—Dr 
Railway operating revenues...... 
Expenses: 
Maintenance of way and structures.. 
Maintenance of equipment 
Traffic : 
Transportation 
Miscellaneous operations 
General 
Transportation for investment—Cr... 
Railway operating expenses..... 
Net revenue from railway operations.. 
Railway ‘tax accruals 
Uncollectible railway revenues........ 
Railway operating income 
Equipment rents—Dr. balance 
Joint facility rent—Dr. balance 
Net railway operating income... 
Ratio of expenses to revenues (per cent) 


*Includes $1,654,813 sleeping and parlor car surcharge. 
tIncludes $1,484,639 sleeping and parlor car surcharge. 


1933 
240,507.60 


235,434,263 
#32,013,885 
7,291,127 
4/285,419 
6,440,137 
6,133,497 
715,659 
166,810 
292,147,177 


31,596,651 
54,194,508 
7,066,345 
92,704,743 
2,208,157 
11,872,078 
"226,332 
199,416,150 
92,731,027 
?1°746,669 
103,932 
70,880,426 
6,844,350 
3,099,706 
60,936,370 
68.26 


Nine Months 


Average number of miles operated 
Revenues: 

Freight 

Passenger 

Mail 


All other transportation 
Incidental 
Joint facility—Cr. 
Joint facility—Dr. 
Railway operating revenues...... 
Expenses: 
Maintenance of way and structures... 
Maintenance of equipment 
Traffic. 
Transportation 
Miscellaneous operations 
General 
Transportation for investment—Cr... 
Railway operating expenses...... 
Net revenue from railway operations... 
a ge ER eee eae 
Uncollectible railway revenues......... 
Railway operating income 
Equipment rents—Dr. balance 
Joint facility rent—Dr. balance 
Net railway operating income.... 
Ratio of expenses to revenues (per cent) 
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2,041,312 
-665,718,464 
632,380,906 
200,153,616 
782,214 
431,445,076 
63,203,926 
27,267,273 
340,973,877 


72.48 


1932 
241,943.36 


214,512,152 
730, 480,763 
7,517,045 
5,033,610 
6,395,430 
5,068,252 
684,634 
159,216 
269,532,670 


28,059,110 
47,508,833 
7,373,571 
90,378,101 
2,171,703 
12,280,395 
366,721 
187,404,992 
$2,127,678 
23,248,417 
83,205 
58,796,056 
6,716,014 
3,132,997 
48,947,045 
69.53 


1932 
241,746.19 


$1,815,810,626 


7295,854,105 
71,953,206 
41,179,934 
59,704,359 
48,354,163 

6,834,343 
2,067,382 
2,337,623,354 


275,009,117 
468,574,244 
74,136,750 
876,870,683 
21,584,288 
118,833,950 
3,258,752 
831,750,280 
505,873,074 
216,944,448 
704,135 
288,224,491 
63,756,509 
26,635,538 
197,832,444 


78.36 


*Includes $11,826,611 sleeping and parlor car surcharge 
+ineludes $14,435,013 sleeping and parlor car surcharge. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.) Public service commis- 
sion could require registration of public service company, 
though company was in business before 1914, effective date of 
Public Service Company Law (66 PS, Sec. 311), Hostetter vs. 
Public Service Commission (168 Atl. Rep. 493). 

Public service commission’s limitation of certificate to call 
or demahd service held proper, where carrier did not operate 
over fixed route prior to 1914, and no such privilege was 
granted thereafter (66 PS, Sec. 311).—Ibid. 


Public service commission’s order limiting carrier’s terri- ° 


tory to townships contiguous to Lancaster held improper un- 
der evidence, showing that carrier’s territory prior to 1914 
extended at least to whole county (66 PS, Sec. 311).—Ibid. 

Order limiting operation of carrier to three motor vehicles 
held error, where prior to 1914 carrier operated in addition to 
three trucks six two-horse wagons and seven one-horse wagons 
(66 PS, Sec. 311) .—Ibid. 

Whole Public Service Company Law and field of operations 
and character of particular utility must be considered in de- 
termining what rights carrier possesses and what duties it must 
perform (66 PS, Sec. 311).—Ibid. 

Limitation of number and character of vehicles to be used 
on highways is proper in interest of convenience, accommoda- 
tion, and safety of public (66 PS, Sec. 311).—Ibid. 


Public service companies are entitled to exercise rights, 
powers, and privileses which they possessed at time of passage 
of Public Service Company Law (66 PS, Sec. 311).—Ibid. 

Carrier held entitled to use sufficient number of motor 
vehicles to perform service which it rendered as result of what 
it possessed and leased in motor and horse-drawn vehicles prior 
to 1914 (66 PS, See. 311).—Ibid. 





(Appellate Court of Indiana, in Banc.) Circuit court had 
jurisdiction to restrain operation, pursuant to conspiracy, of 
motor-truck service in competition with plaintiff, without cer- 
tificate of public convenience and necessity, though matter had 
not been submitted to Public Service Commission (Burns’ Ann. 
St. 1926, Secs. 10164-10173). (Warehouse Distributing Corpora- 
tion et al. vs. Dixon, 187 N. E. Rep. 217.) 

Allegation that defendants were operating, pursuant to con- 
spiracy, motortruck service in competition with plaintiff with- 
out certificate of public convenience and necessity, sufficiently 
charged unlawful act so as to entitle plaintiff to relief (Burns’ 
Ann. St. 1926, Secs. 10164-10173) .—Ibid. 


Where plaintiff alleged that defendants were operating pur- 
suant to conspiracy, motortruck service in competition with 
Plaintiff without certificate of public convenience and necessity, 
it Was unnecessary to plead statute, since operation in violation 
of law was alleged (Burns’ Ann. St. 1926, Sec. 10165).—Ibid. 

“Irreparable injury,” as used in law of injunctions, does 
not necessarily mean that injury must be very great, since 
fact that no actual damages can be proved often furnishes best 
reason why equity should interfere, where injury is a con- 
tinuing one.—Ibid. 

Injunction restraining continuous operation of motortruck 
service in competition with plaintiff without certificate of pub- 
lie convenience and necessity was justified, notwithstanding 
plaintiff was awarded only $1 damages (Burns’ Ann. St. 1926, 
Secs. 10164-10173) .—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Ca., St. Paul, Minn. Co h 
1933, by West Publishing Co.) — 





(Circuit Court of Appeals, Second Circuit.) Buyer of whale 


oil, which paid 75 per cent of estimated value of cargo before 
tank barge chartered by it to receive cargo was loaded, held 
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under facts, to have title to oil on barge which sank so as to 
be entitled to maintain action against barge and owner. 

Evidence showed that whale oil was deliverable on c. i. f. 
terms into tanks or cars alongside ship for testing and weighing 
of oil and payment of 75 per cent of net value against docu- 
ments after clearance of ship, balance payable after weighing, 
seller’s responsibility to cease successively with delivery over 
ship’s side, but, if discharge took place in New York, seller’s 
risk not to cease until oil was delivered at buyer’s scales at 
designated place or at scales at other railroad terminals within 
district of port of New York. (The Fred E. Hasler, 66 Fed. 
Rep. (2nd) 609.) 

Symbolical delivery by seller and payment by buyer pass 
title unless contract provides to contrary.—lIbid. 

Risk of loss may rest with either buyer or seller irrespec- 
tive of passing of title—lIbid. 





(Circuit Court of Appeals, Second Circuit.) Evidence war- 
ranted finding that steamship departed with insufficient fuel, 
precluding shipowner’s recovery in general average for towing. 
(The Glymont, 66 Fed. Rep. (2nd) 617.) 

Shipowner claiming general average for towing steamship 
which ran short of fuel had burden of proving that unfitness for 
voyage did not cause shortage.—lIbid. 

Respecting liability in general average for towing neces- 
sitated by depletion of fuel, court’s estimating normal require- 
ments of steamship, making first voyage between ports involved, 
from expectable wind, weather, and currents rather than aver- 
age of steamship’s past performance, and requiring at least 20 
per cent surplus for safety, held not error.—Ibid. 

Respecting liability in general average for towing when 
fuel became exhausted, failure to take on sufficient fuel when 
steamship, undertaking voyage by stages, refueled for last 
time, held not “default or error in navigation or management” 
within Jason clause in charter party. 

This was true whether lack of diligence to take on suf- 
ficient fuel oil was that of master or of shipowner’s shore 
agents, inasmuch as same rule should apply when voyage is 
undertaken by stages as when voyage is single.—Ibid. 

Costs against United States held properly disallowed, where 
court dismissed libel whereby government as shipowner claimed 
general average.—Ibid. 





(District Court, S. D. New York.) Where two vessels are 
equally at fault in collision, damages will be divided in equal 
amounts. (The Toluma, 4 Fed. Sup. 344.) 

For physical damage to cargo in collision, cargo owner 
may recover from non-carrying vessel, notwithstanding that 
carrier, though at fault, is not liable under statite (46 USCA, 
Secs. 190-195). 

One-half of the amount so paid by the noncarrier to the 
cargo owner will be charged against the carrier in settling 
the controversy between them, thus indirectly making the car- 
rier liable up to one-half the damage to cargo.—Ibid. 

Cargo owner whose goods have not been injured, but who 
has paid contribution in general average toward making good 
loss suffered by carrier in collision in which both vessels were 
negligent, has no direct right of action against other vessel. 
—Ibid. 

Where collision is brought about by negligent navigation 
of both vessels, there is no obligation on cargo owner to con- 
tribute in general average to sacrifices or losses of carrier, in 
absence of express agreement to make contribution.—Ibid. 

That one vessel injures another does not make it liable 
to persons who incurred losses because of contracts with owner 
of such other vessel that were rendered burdensome because 
of injury; such damages being too remote.—Ibid. 





(City Court of New York, New York County.) Carrier by 
water may, by contract with shipper, limit action for carrier’s 
negligence to period shorter than applicable limitations statute, 
provided limitation is reasonable. (Ferres et al. vs. Linea Sud- 
Americana, Inc., 266 N. Y. Sup. 671.) 

Fairness and reasonableness of contractual time limitation 
upon shipper’s action against carrier by water for negligence 
is determined by circumstances of particular case.—Ibid. 

Limitation in bill of lading barring shipper’s right to sue 
ocean carrier six months after delivery to carrier held valid. 
—Ibid. 

Ocean ‘carrier’s reconsideration of claim for damage to 
shipment created no waiver or estoppel, as regards limitation 
in bill of lading on action by shipper.—lIbid. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 


. 
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REVENUE FREIGHT LOADING 


The American Railway Association announced November 17 
that revenue freight loading the week ended November 11 
totaled 577,676 cars, a decrease of 30,109 cars under the preced- 
ing week, but an increase of 40,989 above the corresponding week 
last year. Miscellaneous loading totaled 204,217 cars; mer- 
chandise, 165,636; grain and products, 28,030; forest products, 
23,661; ore, 7,451; coal, 121,071; coke, 5,733: live stock, 21,877. 

Loading of revenue freight the week ended Nov. 4 totaled 
607,785 cars, according to the car service division of the Amer- 
ican Railway Association. (See Traffic World, Nov. 11.) This 
was a decrease of 28,889 cars under the preceding week this 
year, but an increase of 20,483 cars over the corresponding week 
in 1932. It was, however, a decrease of 109,263 cars below the 
corresponding week in 1931. 

Miscellaneous freight loading the week ended Nov. 4 totaled 
225,173 cars, a decrease of 8,366 cars below the preceding week, 
but 15,666 cars above the corresponding week in 1932. It was, 
however, a decrease of 39,277 cars under the corresponding 
week in 1931, 

Loading of merchandise less than carload lot freight totaled 
171,503 cars, an increase of 81 cars above the preceding week, 
but a decrease of 5,300 cars below the corresponding week 
last year, and 41,162 cars below the same week two years ago. 

Grain and grain products loading for the week totaled 
$1,036 cars, an increase of 1,018 cars above the preceding week, 
and 1,164 cars above the corresponding week last year. It 
was, however, a decrease of 9,324 cars below the same week 
in 1931. In the western districts alone, grain and grain prod- 
ucts loading for the week ended Nov. 4 totaled 19,685 cars, 
an increase of 557 cars above the same week last year. 

Forest products loading totaled 22,976 cars, 913 cars below 
the preceding week but an increase of 5,574 cars above the 
same week in 1932. It was, however, a decrease of 377 cars 
below the same week in 1931. 

Ore loading amounted to 13,175 cars, a decrease of 5,724 cars 
below the preceding week, but 8,885 cars above the correspond- 
ing week in 1932 and 3,788 cars above the same week in 1931. 

Coal loading amounted to 117,885 cars, a decrease of 12,553 
cars below the preceding week, 6,843 cars below the correspond- 
ing week in 1932 and 15,994 cars below the same week in 1931. 

Coke loading amounted to 6,033 cars, a decrease of 306 cars 
under the preceding week but 1,036 cars above the same week 
last year. It was, however, a decrease of ten cars below the 
same week two years ago. 

Live stock loading amounted to 20,004 cars, a decrease of 
2,126 cars below the preceding week, but an increase of 301 cars 
above the same week last year. It was, however, a decrease 
of 6,907 cars below the same week two years ago. In the 
western districts alone, loading of live stock for the week ended 
Nov. 4 totaled 15,861 cars, an increase of 342 cars compared 
with the same week last year. 

Five districts—Eastern, Allegheny, Southern, Northwestern 
and Central Western—showed increases compared with the pre- 
ceding year, while the Pocahontas, and Southwestern reported 
small decreases. All districts, however, reported decreases com- 
pared with the corresponding week in 1931. 

Revenue freight loading by districts for the week ended 
November 4 as compared with the corresponding period of 
1932 was réported as follows: 

Eastern district: Grain and grain products, 5,595 and 5,324; live 
stock, 1,687 and 1,919; coal, 25,891 and 28,700; coke, 2,060 and 1,810; 
forest products, 1,439 and 1,018; ore, 1,856 and 1,182; merchandise, 
L. C. L., 47,161 and 47,181; miscellaneous, 47,841 and 42,113; total, 
1988, 133,530;' 1982, 129,247; 1981, 154,792. 

‘Allegheny district: Grain and grain products, 2,806 and 2,575; live 
stock, 1,362 and 1,410; coal, 28,388 — 27,397; coké, 2,188 and 1,628; 
forest products, 1,211 and 894: ore, 4,716 and 289; merchandise, L. C. 
L., 34,0383 and 36,069; miscellaneous, 39,549 and 36,160; total, 1933, 
114,203; 1982, 106,422; 1931, 92 

Pocahontas district: Grain and grain products, 292 and 288; live 
stock, 2389 and 184; coal, 31,161 and 32,042; coke, 229 and 165; forest 
products, 744 and 457; ore, 139 and 174; merchandise, L. C. L., 5,353 
and 5,290; miscellaneous, 4,726 and 4,770; total, 1933, 42,883; 1932, 
43,370; 1931, 45,458. 

Southern district: Grain and grain products, 2,658 and 2,557: live 
stock, 855 and 671; coal, 13,929 and 16,134; coke, 497 and 365; forest 
products, 7,329 and 5,856; ore, 663 and 249; merchandise, a ©. da, 
29,373 and 30, 444; miscellaneous, 33,509 and 31, 023; total, 1933, 88,713; 

1982 $7,299; i931) 104,273. 
Northwestern district: Grain and grain products, 7,382 and 7,321; 
coke, 894 and 735; 


live stock, 5,576 and 5,475; coal, 6,758 and 7,291; 
forest oducts 5,380 and 4,002: ore, 4,847 and 1,729; merchandise, 
24,674 and 21,741; total, 


LC. 19,417 and 20,385;' miscellaneous, 
19338, 74, 928; ‘1932, 68,679; 1931, 85,122. 

Central western district: Grain and oo products, 8,564 and 
8,220; live stock, $8,493 and 8,515; coal, 7,908 and 8,385; coke, 131 and 
107; forest products, 3, 754 and 3,794; ore, 758 and 529; merchandise, 
L. ‘C. L., 28,360 and 24,267; miscellaneous, 46,004 and 44,138; total, 
1933, 98, 972; 1932, 976, 958. 19$1, 120,674 

Southwestern district: Grain aa “grain products, 3,739 and 3,587; 
live stock, 1,792 and 1,529; coal, 3,850 and 7 779; coke, 84 and 187; 
forest roducts, 3,219 and 2,381; ore, 196 and 138: merchandise, L. C. 
L., 12,806 and 13,167; miscellaneous, 28,870 and 29,562; total, 1933, 
54, ‘356; 1932, 55, 330: 1931, 67,807. 

Total, all roads: Grain and stort products, 31,036 and 29,872; 
live stock, 20,004 and 19,703; coal, 117,885 and 124,728; coke, 6,033 and 
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4,997; —g x eneteem, a 976 and 17 403; ore, 13,175 and 4,290; mer. 
chandise C. 03 and 176,803; miscellaneous, 235,173 and 
209,507; “total, 1933, $07, 188: 1932, 587, 302; ‘ios, 717,048. 


Loading of revenue freight in 1933 compared with the ty 
previous years follows: 


Four weeks in January 
Four weeks in February 
Four weeks in March 
Five weeks in April 
Four weeks in May 
Four weeks in June 
Five weeks in July 

Four weeks in August 
Five weeks in September 
Four weeks in October 
Week ended November 4 .... 587, 302 


24,094,042 


607,785 


24,687,149 
N. Y. SHIPPERS’ CONFERENCE 
The Trafic World New York Bureay 


The Shippers’ Conference of Greater New York, at its meet. 
ing November 15, voted to intervene in the case of the Sea. 
train Lines, Inc., at a hearing to be held by the Commission 
in Washington December 18. The Seatrain Lines have con. 
plained to the Commission that the New England and South. 
western railroads are discriminating against them in refusing 
to issue through bills of lading and to allow exchange of 
facilities which they grant to the Morgan and Mallory lines, 

Dabney T. Waring, chairman of the rate committee of the 
conference, in reporting on the Seatrain complaint, said it was 
the opinion of his committee that the railroads were acting 
in an arbitrary manner in refusing to issue through bills of 
lading and that shippers were being inconvenienced thereby. 

The resolution, as finally adopted, recommended interven. 
tion by the conference and placed the conference on record as 
favoring granting of necessary concurrences to the Seatrain 
Lines by the railroads to establish joint rates on the same 
level as those of the Morgan and Mallory lines. An amené- 
ment, which would have stricken out the part relating to rate 
levels, was defeated. 

Reporting on his appearance at the hearing on shipping 
codes before Deputy’ Administrator W. H. Davis in Washing. 
ton as representative of the conference, Mr. Waring said the 
opinion of shippers, as presented at the hearing, was pre 
ponderantly in favor of excluding rates from the code. He 
said that, in spite of the wide differences of opinion among 
the shipping groups represented in Washington, it appeared 
that Mr. Davis felt that a code must be adopted to include as 
many of the groups as possible. The Deputy Administrator 
indicated, he said, that everything possible would be done to 
expedite the adoption and approval of such a code, 

Mr. Waring also reported for his committee on the question 
of credit accommodation by the intercoastal steamship lines to 
shippers. He said that, though no encouragement on the pro 
posal had emanated from the U. S. Intercoastal Conference, he 
was expecting to discuss the matter with Chairman Thackara 
of the intercoastal group before the next meeting of the Ship 
pers’ Conference. 

The conference voted to support the petition of certain 
steamship lines to have the terminal tariffs of the trunk line 
railroads amended to show the Union Inland Freight Terminal 
in Manhattan as a delivery point for L. C. L. freight consigned 
to them for forwarding beyond New York. 

The conference decided to take no action in the controversy 
between the Eastern Steamship Lines and the Ocean Steamship 
Company of Savannah as to the right of the latter to establish a 
freight service between New York and Boston. The Savannah 
Line previously carried only passengers in the New York-Boston 
service but recently indicated its intention of adding freight 
service; this is being opposed by the Eastern Steamship Lines 
and various Boston commercial and civic organizations. 

R. A. Cooke, reporting on the subject of loading charges 
and practices at piers at the Port of New York, said his com: 
mittee had sent a questionnaire to shippers which had brought 
a number of replies, totaling 25 specific instances of alleged 
improper practices at the piers. He urged other shippers to 
make complaints of such practices, to be held in strict confidence. 

He described a plan suggested for revising the present 
status of free storage time on piers at the Port of New York, 
consisting essentially of a scheme of allowing credits for re 
moval of freight from piers before the expiration of the free 
time limit, to be balanced against debits charged for freight 
remaining on piers after the free-time limit. The conference 
decided to take no action. 

Mr. Cooke’s committee found no basis for objection to the 
tariffs filed by the Pennsylvania, Grand Trunk, and Erie rail- 
roads for establishment of store door delivery and pickup serv- 
ice, and the conference authorized the committee to support 
these tariffs before the Commission. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


HE twelve steamship lines that make up the membership 

of the United States Intercoastal Conference have submitted 
their resignations, effective December 31. The move is a 
technical one, however, it was said by Robert C. Thackara, chair- 
man of the conference, who stated that it was merely designed 
to clarify the status of the intercoastal lines in case a shipping 
code is adopted before the end of the year. There is no dis- 
agreement among the member lines nor is any rate war in 
prospect, Mr. Thackara said. The lines, he added, would con- 
tinue in the conference until the end of the year and their 
status after that time would depend on governmental action 
with respect to the code. The intercoastal lines are at present 
under the indirect control of the Shipping Board Bureau of 
the Department of Commerce and, under the proposed code, 
would also be subject to control by the National Recovery 
Administration. The resignations were submitted in order to 
avoid possible confusion as to regulation by governmental 
bodies. 

The United States Atlantic and Gulf-West Coast of Mexico, 
Central and South America Conference announces that, on and 
after December 3, the surcharge applying to all cargo destined 
to Guayaquil, Ecuador, will be increased to $1.60 (United States 
currency) per ton of 40 cubic feet or 2,240 pounds, as freighted, 
carrier’s option, due to an advance in the municipal tax imposed 
by the customs authorities at Guayaquil on all vessels discharg- 
ing cargo at that port. 

Though there has been a fairly good sized list of grain cargo 
fixtures in the last week, business in this division of the full 
cargo trades has slackened off somewhat in the last few days. 
In other directions there has been little of special interest. 
Time charters were slack, due presumably to renewal of polit- 
ical disturbances in Cuba and the transatlantic sugar trade has 
also shown the effect of this trouble. 

Rates for grain fixtures reported maintained approximately 
their previous levels. In addition to the usual number from 
Montreal, Sorel or Quebec to United Kingdom or Continent, a 
5,700-ton vessel wag fixed from Montreal to Rio de Janeiro at 
10s for middle November and an American steamer of 3,816 
net secured a cargo from Portland, Ore., to North of Hatteras 
for account of the Pacific Continental Grain Co. for prompt 
loading, done on private terms. 

Among the transatlantic sugar cargoes were a steamer of 
3,259 net tons from Cuba to Liverpool on the basis of 13s 6d 
for November, another of about 3,500 tons from Cuba to Casa- 
blanca for early December and a 2,649-ton steamer from Cuba 
to Marseilles at 14s for November loading. 

One coal cargo was reported, a 6,000-ton Greek steamer 
from Hampton Roads to Rosario at 9s 3d for the last half of 
December. Contrary to expectations based on fluctuation in 
foreign exchange, this market has failed to produce much in- 
quiry for tonnage from this side. 

The few time charters reported were all for the West 
Indies and Canadian trades with the éxception of one inter- 
coastal charter, a 1,321-ton vessel for a round trip, delivery 
San Francisco, prompt loading on private terms. 

Although there were a considerable number of Black Sea 
and Aruba fixtures in the tanker trade, chartering from the 
Gulf was almost stagnant. One 8,500-ton tanker was taken for 
a clean cargo from the Gulf to United Kingdom-Continent on 
the basis of 8s 3d for December and an 11,500-ton vessel was 
engaged for a dirty cargo from the Gulf to Dunkirk, also at 8s 
3d for December. 


SHIP SUBSIDY INQUIRY 


The Trafic World Washington Bureau 


Profits and losses of the American South African Line were 
put in the record of the special Senate committee investigating 
ocean mail contracts when the committee resumed its hearings 
November 15. 

James A. Farrell, Jr., president, and John J. Farrell, director, 
of the line, were questioned about the ocean transportation 
services in which they were interested, the purchase of vessels 
from the Shipping Board, and financial results of operation of 
the American South African Line which President Farrell and 
his associates acquired from the Shipping Board in 1926. 








It was testified that before the line was acquired from the 
Shipping Board it had lost an average of $400,000 a year. In 
1926, before it received any mail pay on other than a poundage 
basis, it showed a net profit of $52,937.56. In 1927 the profit 
was $80,195.02, and in 1928, $178,343.46. Total mail payments 
amounted to $133,657, payments having been made at the rate 
of $5,000 a voyage before a mail contract was obtained for the 
line under the Jones-White subsidy act of 1928. 

Chairman Black figured it out from the financial statistics 
submitted that if the line had had no mail pay in 1926, 1927 
and 1928, there would have been a net profit of $176,787.88, for 
that period. 

In 1929, according to the testimony, the line showed a net 
profit of $535,818.26, including a profit in the insurance account 
due to loss of the vessel Western Knight and payment of insur- 
ance thereon in excess of the cost of the vessel. President Far- 
rell testified that the total cost of the Western Knight, which 
had been bought from the Shipping Board for $156,384, was 
$181,718. The insurance paid when the vessel was lost was 
orang tn To replace the lost vessel another ship was bought for 
150,000. 

The net profit of the American South African Line was 
stated to have been $432,059 in 1930. In 1931 there was a loss of 
$33,137.97 and in 1932 a loss of $134,428.16. Mr. Farrell said the 
loss was running about the same this year as it had in 1932. 

The company bought five vessels from the Shipping Board 
when it acquired the line. Under the ocean mail contract later 
obtained it agreed to build two modern vessels. One of these 
vessels had been built at a cost of approximately $2,000,000, it 
was stated, the Shipping Board having lent approximately 75 per 
cent of the cost under the provisions of the Jones-White act. 


SHIP SUBSIDY POLICY 


The Traffic World Washington Bureau 


President Roosevelt favors continuation of a subsidy for the 
American merchant marine but on a different basis from what 
now obtains under the ocean mail provisions of the Jones-White 
act of 1928. 

The administration’s position on the merchant marine sub- 
sidy was revealed in a statement issued at the White House 
relating to participation of the United States delegation in the 
Conference of American States to be convened Dec. 3 in Monte- 
video, Uruguay, the seventh of a continuing series of confer- 
ences among the neighbor American republics for promoting 
good will and better communications. 

The reference to the subsidy was made in a discussion of 
transportation studies which may be taken up at the conference. 

The statement on the ship subsidy, in the minds of ob- 
servers, was linked with the Senate committee ship subsidy 
inquiry and the disclosures made therein. It follows: 

“The present mail subventions in the nature of subsidies 
should be readjusted to a strictly business basis that would be 
free from such abuses as have been known in the past. The 
general public would better understand a bald subsidy as a 
substitute for mail subsidies which are disguised at present as 
mail subventions. Congress may well be asked to act accord- 
ingly.” 

This statement was regarded as forecasting a recommenda- 
tion by President Roosevelt to Congress at its next session for 
revamping of the subsidy provisions of the 1928 merchant 
marine act. 


SHIPPING CODE 


The Trafic World Washington Bureau 


Opposition to the rate-making provisions of the shipping 
code submitted by the American Steamship Owners’ Association 
was expressed by F. S. Keiser, traffic commissioner of the 
Duluth Chamber of Commerce and traffic manager of the Duluth 
Board of Trade, and representing the inland waterways commit- 
tee of the National Industrial Traffic League, at the NRA hear- 
ing on the code. He explained that, as to the League, mem- 
bers were not bound by the position taken by him. The 
provisions in question, contended Mr. Keiser, would raise prices 
and create an inelastic rate structure that would be unsatis- 
factory in water services. He said any further handicap im- 
posed between the grain farmer and his primary markets would 
be disastrous, 
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Representatives of various organizations representing of- 
ficers, seamen and longshoremen took exception to the labor 
provisions of the proposed, submitting in detail proposals as 
to working conditions and wage scales they said should be 
incorporated in the code. 

At the conclusion of the hearing Deputy Administrator W. H. 
Davis said further hearings might be held after conferences at 
which an effort would be made to bring about agreement on 
controversial features of the proposed code. He said an analysis 
would be made in his office of all proposals received, following 
which the code committee, headed by Joseph T. Lykes, would 
be consulted. Subcommittees of the industry will study labor 
problems. 

“I think a great deal can be done in these informal dis- 
cussions in the direction of enlightenment and clarification of 
the understanding of the present provisions of the proposed 
code,” said Mr. Davis. “In addition to that, however, we have 
those subjects of agreement or disagreement. We hope for as 
much agreement as possible with the proposals that have been 
made. At any rate, everyone can be assured that they will all 
be carefully considered and that whatever conclusion is arrived 
at between the proponents of the code or by the proponents 
of the code in the way of further amendments will be submitted 
to all those interested and opportunity for further discussion will 
be afforded.” 

Proposed divisional and subdivisional codes will be taken 
up as they are filed. 

Dr. Morris Stern submitted a report which he said had been 
approved by the Secretary of Labor, embodying a plan for “‘de- 
casualizing’’ longshore labor in the ports of the country. He 
explained that the plan was designed to correct the evils 
resulting from the fact that longshoremen were offered only 
casual employment. ‘The plan contemplates establishment of 
a “decasualization” agency through which employers of long- 
shoremen would obtain their men. 

W. L. Chandler, of the consumer's advisory board, recom- 
mended changes in the code to the end there would be more 
adequate supervision of rates, fares and charges. He said 
carriers by water were properly classed as public utilities, and, 
as such, “we favor stabilization of their rates, fares and charges, 
and adequate regulation of them.” 

Exception to the statement that water carriers were public 
utilities was taken by Roscoe H. Hupper, counsel for the For- 
eign Trade Shipping Association, who admitted ‘‘points of simi- 
larity” but insisted the occasion for supervision of water rates 
was not the same as in the case of utility rates. 

Creation of a national maritime labor board was proposed 
by Paul Scharrenberg on behalf of the International Seamen’s 
Union, along the lines of such a board he said had been a 
success in England. Shipowners and seamen would be repre- 
sented. 


WATER FARE CUTS PROPOSED 


The Trafic World Washington Bureau 


The Dollar Steamship Lines, Inc., Ltd., by telegraph, has 
called the attention of the bureau of regulation of the Shipping 
Board Bureau to cuts in passenger fares it asserts the Panama 
Pacific Line, through the American Line Steamship Corporation, 
proposes in a tariff filed by the American line. The protesting 
line has asked the board to withhold its approval of the 
tariff, deny to the American line the right to publish the re 
duced fares, and to give its view on the matter to the Dollar 
Lines. 

According to the message, the American line, in the tariff in 
question, discontinues its tourist class designation and changes 
it to first class, thereby automatically reducing the first class 
fare of $225 to $120. The present minimum fares, New York 
to San Francisco, according to the Dollar Line message, are 
$165 on the round the world ships; $200 first class on trans- 
Pacific ships and $125 tourist class. Continuing, the Dollar 
Line message says: 


If you authorize Panama Pacific to publish their tariff we must, 
by reason of difference in ships, maintain the existing differentials 
which were agreed upon last spring by Panama Pacific Grace Line 
and ourselves and accepted by all three. This means our $165 fare 
will be $60, our $200 fare will be $75, and it places us in the position 
of being forced to transport, feed, berth and take care of passengers 
at a per diem rate of $3.16 and $4.16, respectively, which we submit 
is not only highly unprofitable, but ridiculously low and not in keep- 
ing with the trend of the times. Next, if we are driven by Panama 
Pacific action to operate one class ships on intercoastal route we 
must do the same on the Pacific and round the world routes as our 
intercoastal ships do not terminate their voyage on the Pacific coast 
like our competitors do and if this happens then our loss will be 
enormous because our first class fares, for example, San Francisco 
to Manila on trans-Pacific ships of $375 will in all probability be 
cut to $200 or even less depending on action taken by other Pacific 
lines with corresponding tariff reductions to other ports. Unless 
this is preventable other American Lines on the .coast will have to 
scale their fares accordinsly. Last, but by no means least, if ar- 
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rangements proposed by Panama Pacific are given your sanction jt 
will disrupt our relations on Pacific routes, will entail heavy redu. 
tions in Pacific and round the world fares will make trouble eyep. 
tually for other American and foreign lines now holding membership 
in the Trans-Pacific Conference and might be the means of breaking 
the conference. In view of this we are respectfully requesting yoy 
to withhold your approval of Panama Pacific tariff and to den 
them the right to publish fares which will injure other Americay 
lines and disturb the rate fabric generally. We believe your board 
also shipping act of 1920 will show due regard for unfair and up. 
justly discriminatory fares on intercoastal route, which may exclude 
or reduce competition to point of driving another carrier from trade 
It is a very serious matter not only with us, but with all intercoastaj 
and trans-Pacifie lines and will appreciate having your views. 


The Panama Mail Steamship Co. (Grace Line) has asked 
the Shipping Board Bureau to suspend and to enter upon ap 
investigation of the lawfulness of the rates, fares, charges 
classifications and regulations filed by the American Line 
Steamship Corporation (Panama Pacific Line) in its SB-I No, 2. 
In support of its protest the Panama Mail company represents 
that the classification of the Panama Pacific Line ships and 
of the accommodations thereon provided in the named tariff 
will be an unjust and unreasonable classification in violation of 
section 18 of the shipping act; and that the handling of 
passengers in accordance with the classification will constitute 
an unjust and unreasonable practice. 

That classification and practice, the protestant asserts, wil] 
so disrupt existing classifications and practices and so seri- 
ously affect the situation not only in the trade involved but in 
other trades that it should not be permitted to become effec. 
tive without investigation and the prescription, after such in- 
vestigation, of a just and reasonable classification and just and 
reasonable practices thereunder for the vessels of the Panama 
Pacific Line and the accommodations thereof. 

Application of the term “first class” to all passengers and 
accommodations on Panama Pacific ships, as provided in the 
tariff, the Pacific Mail asserts, will be deceptive of the travel- 
ing public since it will imply that all passengers on Panama 
Pacific ships will be entitled to all the privileges usually 
appurtenant to first class, whereas such is not intended to be 
the fact. The protestant asserts that if the tariff in question 
is permitted to become effective it might well precipitate a 
rate war between the Panama Pacific and other lines, in- 
cluding the protestant, engaged in the same trade and in other 
trades related thereto, which would reduce the revenues of all 
lines while affording no compensating, competitive financial 
advantage to any of them. 


WATER CARRIER AGREEMENTS 
The following agreements, filed in compliance with section 
15 of the shipping act, 1916, as amended, have been approved 
by the Secretary of Commerce: 


2475—American-Hawaiian Steamship Company with Baltimore & 
Carolina Line, Inc. The parties by this agreement provide for trans- 
portation of through shipments from U. S. Pacific coast ports to 
Fort Pierce, Jacksonville, Miami, and Port Everglades, Florida, with 
transshipment at Baltimore or Charleston. 

2488—Bull Insular Line, Inc., with A/B Svenska America Linien 
(Swedish American Line), Aktiebolaget Svenska America Mexiko 
Linien (Swedish America Mexico Line), and Rederiaktiebolaget Trans- 
atlantic (the Transatlantic Steamship Company): Provides for trans- 
portation of through shipments of general cargo from Sweden to 
Puerto Rico and the Dominican Republic, with transshipment at 
New York. 

2566—Canadian Pacific Steamships, Ltd., Pacific Steamship Lines, 
Ltd., and Dollar Steamship Lines, Inc., Ltd.: The parties by this 
agreement provide for transportation of through shipments of silk 
from China and Japan to Victoria, British Columbia or Seattle, Wash- 
ington, by Canadian Pacific, thence to San Francisco or Los Angeles 
Harbor, California, by Pacific Steamship Lines, thence to United 
States Atlantic coast ports by Dollar. 

26083—Ellerman & Bucknall Steamship Company, Ltd., with Sea- 
train Lines, Inc.: The parties by this agreement provide for through 
transportation of cargo from the Dutch East Indies, Straits Settle- 
ments, Ceylon, China, Japan, India and Egypt to New Orleans, with 
transshipment at New York. 


HARD LIQUOR RATES 

Carriers for whom Toll is the publishing agent have asked 
the Commission for relief from the fifth paragraph of the or- 
der in I. & S. 3919, alcoholic liquors westbound to the Pacific 
coast, so as to make it possible for them to establish rates on 
hard liquors other than whiskey the same as the rates on 
whiskey. At present the rates on the hard liquors other than 
whiskey are the first class. Toll in his application said the 
distillers were offering gin and brandy for transportation and 
that the carriers thought that they should be permitted to 
accept that traffic at the going rates on whiskey, and that that 
would be possible except for the prohibition in the fifth para- 
graph of the Commission's order in I. & S. 3919. In the sched- 
ules suspended by the order in that proceeding, the Commis- 
sion held up a move which the transcontinental lines had made 
in their fight with the carriers by water for the traffic that 
was offering in Illinois and Kentucky distilling districts having 
destination on the Pacific coast. 
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DISCONTINUANCE OF BARGE LINE 


Analysis of the vote cast on the proposal that government 
operation of commercial water transportation should be discon- 
tinued, in the referendum recently held by the Chamber of 
Commerce of the United States, with particular reference to 
states in the Mississippi Valley where it would be expected 
that there might be strong support for continuation of the gov- 
ernment barge service, reveals an overwhelming majority in 
favor of discontinuance of the government operations. 

Examination of the results of the referendum on the ques- 
tion of government barge service in the states of Alabama, Ar- 
kansas, Illinois, Indiana, Iowa, Kansas, Kentucky, Louisiana, 
Minnesota, Mississippi, Missouri, Nebraska, North Dakota, Ohio, 
Oklahoma, South Dakota, Tennessee, Texas and Wisconsin 
shows that chambers of commerce and state or local associa- 
tion members of the national chamber are largely in favor of 
discontinuance of the government service. 

The Chicago Association of Commerce and the Illinois 
Chamber of Commerce, the Peoria Association of Commerce and 
the Peoria Board of Trade, East St. Louis, Ill., and many other 
Illinois chambers cast votes in favor of discontinuance. Quincy, 
Rockford and Rock Island, Ill., voted against the proposal. 

The Chamber of Commerce of St. Louis, Mo., did not vote 
on this proposition in the referendum, but the Merchants’ Ex- 
change and the Women’s Chamber of Commerce voted for the 
proposal. 

Omaha, Neb., voted against discontinuance, while Lincoln, 
Falls City, and several other places voted for it. 

The Minneapolis Chamber of Commerce and the Minne- 
apolis Civic and Commerce Association voted for discontinuance. 
A large number of the smaller cities of Minnesota voted for 
discontinuance. 

While the New Orleans Association of Commerce voted 
against discontinuance the Board of Trade there voted for it. 
Lake Charles, La., voted against discontinuance, while Abbe- 
ville, Natchitoches, New Iberia, and Shreveport, La., voted for 
discontinuance. 

In Kansas City, Kan., the Chamber of Commerce and the 
Woman’s Chamber of Commerce voted against discontinuance, 
but many organizations in other Kansas cities voted for dis- 
continuance. 

Sioux City, Ia., Dubuque, Ia., Clinton, Ia., and Valley Junc- 
tion, Ia., organizations voted against discontinuance, while Des 
Moines, Ia., and many other Iowa chambers voted for discon- 
tinuance. 


REGIONAL WATER COMMITTEES 


The Trafic World Washington Bureau 


Arrangements for coordination of rail and water carriers, 
in accordance with the idea of Coordinator Eastman, have re- 
sulted from the conferences of representatives of carriers by 
water, at one of which, that held on Nov. 1 (see Traffic World, 
Nov. 4, p. 813), definitions and general principles were agreed 
upon. Those principles and definitions were formally adopted 
at a meeting on Nov. 11, under the chairmanship of Major 
General T. Q. Ashburn, and a joint conference between regional 
traffic coordinating committees of the railroads and the water 
lines was arranged for Nov. 14. 

At the conference in which the definitions and. principles 
were formally adopted each representative of a group of Car- 
riers by water stated the extent of his authority. Only two 
water line representatives were in doubt as to their authority 
to vote. Their doubt, however, rested only on the fact that 
the organizations for which they were speaking had not com- 
pleted their organization work. There was no dissent from 
the idea that there should be coordination of the traffic work 
of the two sorts of carriers. 

Those participating in the water line meeting which re- 
sulted in arrangements for a meeting of representatives of 
railroads and water lines, and the organizations they repre- 
sented were: ; 

Robert C. Thackera, United States Intercoastal Conference; 
C. W. Cook and Oliver P. Caldwell, Gulf Intercoastal Confer- 
ence; R. G. Narelle, New York State Barge Lines; H. S. Noble, 
Great Lakes Carriers; Andrew P. Calhoun, Mississippi System 
Waterway Carriers; Theodore H. Brent, Gulf Inland Waterways, 
and R. J. Acheson, Pacific Intercoastal Conference. 

At the further conference on Nov. 14, with respect to the 
establishment of coordinating committees representing the water 
lines to meet with the coordinating committee of the railroads 
agreement, acceptance of the idea was expressed in behalf of 
the railroads by Paul Shoup, vice-chairman of the Southern 
Pacific for the western lines; A. R. Smith, vice-president of the 
Louisville & Nashville for the southern lines; and Walter Frank- 
lin, vice-president of the Pennsylvania, for eastern lines, all 
being the chief traffic officers of their own lines and seniors in 
the traffic part of Coordinator Eastman’s organization, None, 
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however, felt authorized to give unqualified assent to the princi- 
ples laid down by the water lines at the conference they held on 
Nov. 1. However, desire to go forward with a view to setting 
up an organization and a method for dealing with questions 
arising out of the idea that there should be coordination between 
the two classes of carriers was expressed by representatives of 
the two classes. 

It was tacitly agreed that there should be a truce on rate- 
making without consultation pending the creation of the organ- 
ization among the water lines that will complement the coordinat- 
ing organization among the rail lines. The transcontinental 
lines and the water lines were cooperating under an understand- 
ing of that sort before the nation-wide truce was proposed and 
agreed upon in the conference. The idea is that the coordinat- 
ing organization cannot be brought into being if independent 
action on rates continues to be taken while the effort to set 
up an organization is being carried out. The traffic officials 
would be too busy fighting to think of cooperative meetings. 

The railroad men all said that they would have to consult 
with traffic men in their regions but their idea was that in the 
meantime the water lines could complete their organizatiens, 
which General Ashburn, who presided over the conference, said 
had not been done. Water line representatives, in several in- 
stances, also indicated that their powers were not plenary but 
that the will to get together existed and that they were ready 
to go forward along the lines indicated. 

It was agreed that the appointment of the proposed co- 
ordinating committees would not mean tearing apart agree- 
ments now existing between rail and water lines or a revision 
of differentials that had been prescribed by the Commission. 
Mr. Shoup, however, stated that the transcontinental lines had 
always contended, as to rates on traffic competitive with the 
Panama canal lines, that the railroads were entitled to make 
competitive rates that yielded something more than out of 
pocket cost and that they were not abandoning that position. 
He said he regarded it as helpful and desirable to have the pro- 
posed committees get to work. 

The general thought was that everybody was tired of throat- 
cutting competition and welcomed the idea of consultation in 
the making of rates as soon as possible, leaving details as to 
organization to be worked out in such a way that the general 
purpose would be accomplished without determining now whether 
there should be geographical committees among the water lines 
such as the railroads have, or whether the committees should be 
organized on some other basis. 


BARGE-RAIL ROUTES AND RATES 


The Mississippi Valley Barge Line Co., by a supplemental 
application in Ex Parte No. 99, has asked for certificates of 
public convenience and necessity to extend its operation by 
barge over the intracoastal waterway of Louisiana and Texas in 
accordance with the provisions of section 3 (e) of the Denison 
barge line act of 1928. 

Setting forth that the amount of paid up and authorized 
capital stock of applicant is $3,500,000 and that no bonds or 
equipment trust certificates have been issued, the applicant 
states that its principal stockholders are: Goldman, Sachs & 
Co., New York, N. Y.; Standard Unit Navigation Co., St. Louis, 
Mo.; Columbia Terminal Co., St. Louis, Mo.; Francis Bros. & 
Co., St. Louis, Mo.; F. C. Rand, St. Louis, Mo.; L. W. Childress, 
St. Louis, Mo.; J. D. P. Francis, St. Louis, Mo.; Horton Wat- 
kins, St. Louis, Mo.; Paul Brown & Co., St. Louis, Mo., and W. 
H. Moulton, St. Louis, Mo. 

The applicant said it had been operating for some time on 
the Ohio and Mississippi Rivers a weekly barge service between 
St. Louis and Cincinnati, on the one hand, and New Orleans and 
ports between, on the other. It said it desired to extend this 
service to ports on the intracoastal waterway of Louisiana and 
Texas between New Orleans, La., and Plaquemine, La., on the 
one hand, and Beaumont, Port Arthur, Houston and Galveston, 
Tex. It said this waterway would be completed as far as Beau- 
mont and Port Arthur by December 15, and to Houston and 
Galveston shortly thereafter. 

Applicant said the movement of traffic over the proposed 
routes would be on rates differentially lower than those now 
available and would offer substantial savings in transportation 
expenses. It asked that through joint rates and routes be es- 
tablished via ports on the Ohio River, Cincinnati to Cairo, 
inclusive; on the Mississippi River, St. Louis, to New Orleans, 
inclusive; on the intracoastal waterway, New Orleans and 
Plaquemine to Houston and Galveston, inclusive; the rail lines 
serving all of these ports and their connections, in eonnection 
with applicant. 

Southern Protests 


In a protest against the granting of the application, the 
Southern Railway said i was in no position to stand the losses 
of traffic and revenue which must inevitably result therefrom. It 
said its facilities were capable of handling a much larger traffic 
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than they now enjoyed and that these facilities had been provided 
at enormous costs. Referring to the interest of the federal 
government in protestant’s service as manifested by the author- 
ization of large loans through the R. F. C. with the approvals 
of the Commission, the Southern said since those loans were 
made the condition of the protestant had become even more 
desperate. 

“It cannot hope to survive if faced with more and more 
competition from barge lines at rates automatically adjusted 
20 per cent under the lowest all-rail rates between the same 
points,” said the Southern. “That means inevitably the substi- 
tution of service by the barge lines for the service afforded 
by this protestant.” 

The Southern insisted that neither the present nor the 
future public convenience and necessity required the establish- 
ment of the through routes and joint rates in question. 

The Southern said it was aware that protests by interested 
railroads had been filed in every case against applications 
similar to this and that the Commission had disregarded all 
such protests under its conception of the duty imposed by sec- 
tion 3 (e) of the Inland Waterways Corporation act as amended 
by the Denison act and had required the establishment of 
through routes and joint rates in conformity with the so-called 
Ex Parte 96 formulae. However, it pointed out, the district court 
of the United States for the district of Delaware on June 14, 
1933, in the case of Illinois Central Railroad Co. vs. United 
States of America et al., held that the Denison act was uncon- 
stitutional in that it deprived plaintiffs of property without due 
process of law because it denied them a fair and full hearing. 

The Southern asked the Commission to grant it a hearing 
in this case and investigate fully the effect, in the light of 
present conditions, of the establishment and continuance of 
adjustments of the sort sought in this petition. 

“Such an investigation,” it said, “would demonstrate that 
the unduly preferential rates such as are asked for by the ap- 
plicant are sapping the life of the railroads. It is inconceivable 
that Congress intended to bring about such a disaster to these 
transportation agencies which have functioned satisfactorily for 
many years in the service of the public.” 

Southwestern rail carriers, in Ex Parte No. 99, application 
of the Mississippi Valley Barge Line Co., in a petition for hear- 
ing on that application, ask the Commission that no certificate 
for public convenience and necessity be granted to the appli- 
cant and that no joint rates or through routes be prescribed or 
any other authority granted to the applicant until after a full 
hearing in which the rail carriers shall have the right to pro- 
duce and cross-examiner witnesses and be represented by 
counsel. 

Such a hearing, the rail lines assert, is essential to place 
before the Commission evidence from which it will be able to 
determine whether the waterways upon which the applicant 
seeks authority to operate is in fact and within the meaning of 
secttion 3 (e) of the inland waterways act (Denison act), a 
tributary of the Warrior or Mississippi Rivers; whether the 
public convenience and necessity require the establishment of 
the service contemplated by the applicant; whether the public 
interest requires, or may require, the establishment of rail- 
barge-rail rates and routes and barge-rail rates and routes as 
requested by the barge line company; and whether the rail- 
barge-rail rates or barge-rail routes ordered to be established, 
if any, should be lower than the same as or higher than con- 
temporaneous all-rail rates between the same origin and des- 
tination. 


At the requested hearing, the rail carriers said, they would 
introduce evidence tending to show that the waterway upon 
which the applicant asks authority to operate was not even in 
fact or within the meaning of section 3 (e) a tributary of the 
Mississippi River; that the public convenience and necessity 
did not require the service contemplated; that the service would 
not, all elements of cost considered, result in savings in trans- 
portation expenses; and that the revenue condition of the rail 
lines was accute and would not permit further impairment such 
as might or would result from the establishment of rail-barge- 
rail rates and barge-rail rates sought by the barge line com- 
pany. 

After calling attention to the decision of the court in the 
Illinois Central vs. U. S., 3 F. Sup. 105, the rail lines represented 
that the issuance and enforcement without hearing of any or- 
der requiring them to join in through routes and joint rates 
with the barge line would be invalid as an exercise by the 
Commission of legislative power which might not constitutionally 
be delegated to it. 


PERMIT FOR N. Y. BRIDGE REFUSED 
Secretary of War Dern has declined to approve plans pre- 
sented by the North River Bridge Co. for a bridge proposed 
across the Hudson River at Fifty-seventh St., New York City. 
He said the bridge would interfere with navigation and further 
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that it was not needed in view of the tunnel under the Hud- 
son River at Thirty-eighth St., to be constructed by the New 
York Port Authority, with a loan from the federal government. 





GREAT LAKES SHIPPING CODE 


The NRA public hearing on the proposed code of fair com- 
petition for the Great Lakes Shipping industry will be held 
November 28 at the Washington Hotel, Washington, D. C. 


IMPROVEMENT OF WATERWAYS 


An allotment of $29,000 for operating and care of Lake 
Washington Ship Canal, Wash., has been approved by the 
Secretary of War. 

An allotment of $30,000 for dredging in the James River, 
below Richmond, Va., has been approved by the Secretary of 
War. 


PAN AMERICAN TRANSPORT 


The Trafic World Washington Bureau 


The Roosevelt administration, according to a statement is- 
sued at the White House in connection with departure of the 
United States delegation for Montevideo, Uruguay, to participate 
in the seventh conference, beginning December 3, for promot- 
ing good will and better communications, favors action looking 
to betterment in the rapidity of communications and transpor- 
tation among the American states. 

A study made by the administration of the situations in- 
volving transportation and communications has led to the con- 
clusion that definite steps should be taken to improve the 
means of transport. In its discussion of the conference the 
White House said: 


At present, for example, as long as the German dirigible now 
travels from Europe on a regular schedule to South America in sixty 
hours, while steamship travel to Montevideo from New York requires 
more than two weeks, the United States will be more and more at a 
serious disadvantage as air travel increases. 

Therefore, it is the intention of the United States to urge upon 
the conference that the section of the program relating to transporta- 
tion be taken up as one of the early subjects. 

It will be the policy of the United States to work out, in collab- 
oration with the other governments, an exploratory program looking 
to the immediate acceleration of improvements in all four forms of 
transport and passenger travel—by air, highway, water and rail. 

Highways 

Though motor roeds would carry considerable freight traffic, they 
also would greatly increase tourist travel and greatly benefit a 
better Pan American understanding. 

For some years an inter-American highway commission has 
considered in theory a road that would lead from this country to 
the tip of the southern continent. Recent studies have shown that, 
except for a small stretch lying in Costa Rica, the completion of 
such a road from the United States to Panama within a year after 
full agreement by Mexico and the Central American Republics would 
be entirely feasible with the cooperation of the neighbor governments. 

An 8,750 mile highway from the Texas border to Santiago, Chile, 
would require only half as much road building as will be undertaken 
in the United States this year under the Public Works program. 

Such a system, if constructed of concrete, would call for 45,000,000 
barrels of this material, or one-third of the total present output of 
this country. 

The immediate program proposed by the United States therefore 
is to have a proper scientific survey made of the contemplated route 
at a cost of less than $500,000. 

President Roosevelt has indicated that he will recommend to 
Congress that the United States bear the entire immediate cost of 
this most-important survey, later on asking the other governments 
to share in the costs of the project. This initiative by the United 
States has been decided upon as a means of giving early impetus to 
the proposal. The survey would of course be conducted only with 
the full approval and cooperation by each of the Republics interested. 


Railways 


As to rail transportation improvements, the administration has 
taken under serious consideration the means of providing necessary 
funds for field studies looking to’ the development of a new proposed 
routegas a substitute for the original road the east line of which 
traversed a rich undeveloped territory east of the Andes, and extend- 
ing to Buenos Aires. It is the conviction of the administration that 
great possibilities lie in this development but that the most careful 
studies should precede the final determination of the cost and other 
questions. Meanwhile, while it is theoretically possible te carry 
freight from New York to Guatemala it is impractical because 
of impossible grades and varying rail gauges which makes the estab- 
lishment of a standard gauge a prime requisite of intercontinental 
connections. ‘ 

Airways 

Air travel possibilities are immediate for both express and pas- 
senger service. Private companies already have developed large 
planes which make regular trips around the coastal line of South 
America. But, unfortunately, owing to lack of beacon lights and to 
this alone, these planes can travel only by day and the trip takes 
seven days from Miami. 

By providing lights, it is possible to cut down the present travel 
time of seven days from Miami to Buenos Aires, for example, to a 
little more than two days. Passengers, mail and express—up to 
15,000 pounds—can now be carried. With lights, a fast mail and 
express plane could go from New York to Buenos Aires in two and 
one-half days and a more comfortable passenger service could be 
operated between those points on a three-day schedule. 

The policy of the United States in this respect will be, in col- 
laboration with the other nations, again to offer the initiative, by 
offering any necessary financial support for the lighting of these 
airways to the fullest practicable extent. Congress will be asked to 
stand behind this policy, 
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TRUCKING INDUSTRY CODE 


The Traffic World Washington Bureau 


HE proposed code of fair competition for the trucking in- 

dustry was submitted to the National Recovery Administra- 
tion at the beginning of the public hearing on the code Novem- 
ber 16 in the auditorium of the Department of Commerce by 
Ted V. Rodgers, president of the American Trucking Associations, 
Inc., on behalf of that association and the trucking industry. 

Mr. Rodgers, who is also president of the Pennsylvania 
Motor Truck Association, explained that American Trucking 
Associations, Inc., was composed of affiliate associations of 
owners of vehicles using the public highways throughout the 
country. He said it would be noted from the charter that 
the corporation was formed for the purpose of cooperating with 
the NRA, and that it was brought into being for that purpose 
by two national associations which, for purposes of coopera- 
tion with the administration and at the administration’s sug- 
gestion, had designed this means for common effort in connec- 
tion with code matters. Continuing, he said: 


This association imposes no inequitable restrictions on association, 
affiliation, or membership, participation being open to all members of 
the industry. As a matter of fact, its method for election of direc- 
tors and trustees provides for the participation of every registered 
member of the industry. : 

This association, as now constituted, acts in the matter of this 
code pursuant to national action on the part of the industry in the 
preparation of this code. The organization represents a compre- 
hensive cross-section of the industry. 

The code proposed is the result of the cumulative thought and 
proposals from every section of the nation. The development of 
this document has been in a manner calculated to render it con- 
cretely expressive of the all collective thought of the entire industry. 

A word as to the method of development is considered appro- 
priate. Directly after the passage of the national recovery act, dif- 
ferent sections of the country and different divisions of the industry 
filed with the administration a number of codes for portions of the 
industry. There were about 70 such codes filed. A meeting of op- 
erators was called in Chicago to which were invited representatives 
from all trucking organizations. This conference discussed the prob- 
lem of code control fully and authorized the preparation of a code 
on the basis of’a shell code with appendices for the natural and terri- 
torial divisions, such appendices to cover labor provisions and fair trade 
practices. Certain fundamental principles were included in the shell 
code and the formulated principles expressed in the provisions thereof 
were submitted together with suggestions as to form of appendices 
to every section of the country. As a result, meetings of operators 
were called in every section—cities, towns and hamlets, where the 
provisions of the shell code were approved and appendices covering 
the industry formulated. These appendices so formulated were 
forwarded to headquarters where the central committee, on careful 
comparisons of submitted appendices, has enlarged the shell code to 
the code here presented taking into it those fair practices and other 
provisions which were found common to all appendices and most of 
the divisional codes. 

The first national conference of the industry was held in Chicago 
on June 24, the second in Chicago on July 11 and 12, the third in 
Washington on August 10, the fourth in Washington on August 22, 
23 and 24. During the period intervening and since, state conven- 
tions have been held at which in each case the major discussion 
has been the provisions of this code. Also during the period inter- 
vening, committees of the territorial and natural divisions of the 
industry have carefully considered code provisions and numerous con- 
ferences have been held between such committees and the central 
committee. The result of all these conferences has been the produc- 
tion of this code, as to the provisions of which the industry has 
generally registered its approval. The arrangement and verbiage and 
the perfection of its provisions has been the result of these con- 
ferences and the conferences almost daily between the members of 
the central committee and the deputy administrator of the National 
Recovery Administration, over the period from August 1 to the pres- 
ent time. It may safely be said that there is not an owner of a 
motor vehicle who has not had the opportunity of participating in 
the development of this code. 

In the printed code as presented, there are a few typographizal 
corrections necessary. There will also be an amendment offered 
bringing the provisions of section 13 of Article VII, re-worded, into 
the administration provisions with insertion, as section 13 of Article 
VII, of a trade practice provision for trade agreements with ref- 
erence thereto which inadvertently was omitted. There will also be 
presented an amendment providing for the voting of members of the 
industry by number of registered vehicles. 

I desire on behalf of the complicated industry to thank you, Mr. 
Administrator, and the members of your staff for your patient and 
painstaking cooperatiton and for the many helpful suggestions which 
you from time to time have made. 


Spokesmen for farmers, retail coal dealers, and furniture 
Warehousemen who engage in local and long-distance hauling of 
used household goods and office furniture, following the sub- 
mission of the trucking code by Mr. Rodgers, asked that their 
trucking operations be excluded from the code. Division Ad- 
ministrator Malcolm Muir opened the hearing. 

The National Grange asked that trucks owned by farmers 
and trucks engaged in hauling farm products to market and 








supplies for farmers to the farm be excluded from the provisions 
of the code. It was asserted that 20 per cent of all trucks were 
on the farms and that to include their operations under the 
code, as well as trucking of supplies to farms, would add an- 
other burden to the already heavily burdened farmer. It was 
urged that this phase of the trucking problem be left to the Sec- 
retary of Agriculture and the Agricultural Adjustment Admin- 
istration. 

Former Senator Brookhart, of Iowa, now with the Depart- 
ment of Agriculture, appeared for the American Farm Bureau 
Federation and other national farm organizations and urged 
adoption of the National Grange viewpoint. Mr. Brookhart, 
repeating a contention made by him repeatedly when he was in 
the Senate to the effect that, on the basis of stock market 
quotations in 1920, the railroads were worth eleven and three- 
quarter billion dollars, while the Commission tentatively valued 
them at $18,900,000,000, and that therefore the farmers were 
required to pay rates based on “water,” urged that benefits ac- 
cruing to the farmer from truck transportation be not inter- 
fered with by the fixing of rates under the trucking code. He 
submitted figures from Department of Agriculture studies show- 
ing the great increase in truck transportation of live stock to 
the principal markets, in 1932 more than 40 per cent of the 
receipts having been brought in by truck. Motor transportation 
of farm products, he said, was steadily increasing. 

The National Cooperative Council, a federation of farmers’ 
cooperatives, asked that the country handling of farm products 
by truck, as well as trucking by farmers individually or in 
groups of farmers’ supplies, be excluded from the trucking 
code. 


In urging exclusion from the trucking code of the handling 
of milk and dairy products, Charles Holman, secretary of the 
National Cooperative Milk Producers’ Association, said the 
farmer could see nothing in the N.R.A. but added expense to 
him. To include the trucking of these products under the truck- 
ing code, he said, would “negate the benefits of cooperative mar- 
keting.” He asserted the country could not pull out of the de- 
pression by standing on the shoulders of the already burdened 
farmer. 

W. H. Watts, speaking for the National Industrial Traffic 
League, submitted the League’s position as approved at the 
recent meeting in Chicago, that private truck operators have 
the option of coming under the truck code or the code of the 
particular industry in which they were involved. 

Martin H. Kennelly, president of the National Furniture 
Warehousemen’s Association, speaking for that association and 
others interested in local and long-distance hauling of used 
household goods and office furniture, urged exemption of those 
operations from the trucking’ code. His position was that they 
should come under the code of the furniture warehousemen. 

The Association of Team and Truck Owners, of St. Louis, 
Mo., asked that Missouri be put in the “north” instead of the 
“south” under the code, contending that disadvantages to op- 
erators in the St. Louis area would result if that were not 
done. 

F. J. Davies, of the Arrow Carrier Corporation, Paterson, 
N. J., asked that rail subsidiary truck operations and express 
and carloading truck operations be made specifically subject to 
the trucking code. 

M. E. Robinson, Jr., speaking for the National Retail Coal 
Merchants’ Association, asked that trucking of solid fuel for 
sale, involved in the operations of retail coal dealers, be ex- 
cluded from the trucking code. He contended that such truck- 
ing operations should come under the code of the retail coal 
dealers. He said the trucking of solid fuel by or for members 
of the retail solid fuel industry should be excluded from the 
trucking code. 


Rates 


Amendments to Article VI, rates and tariffs of the pro- 
posed code and discussion of that article submitted on behalf 
of the American Trucking Associations, Inc., follow: 


Amendment No. 9 


In section 1, article VI, on page 8 of the printed proposed code, 
there is a typographical error. The words “for hire’ have been omitted 
after the word ‘‘each” in line one. 

Amendment No, 9-A 

Strike out the first two paragraphs of section 2 of article VI, 
on page 9, and insert in lieu thereof the three following paragraphs: 

2. Minima for rates and tariffs and practices in connection there- 


. 
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with may be formulated by trade agreements among the members of 
any territorial or natural group of the industry, provided that such 
minima for rates and tariffs are (a) directly related to and not more 
than rates and tariffs for like services prescribed or approved by 
or on file with an appropriate state regulatory body for transportation 
by members of this industry, or (b) directly related to and not more 
than existing rates and tariffs for like service of competing trans- 
portation agencies not within the industry which are on file with the 
Interstate Commerce Commission or any other appropriate regulatory 
body. The relations of such minima to the rates and tariffs prescribed 
in clauses (a) and (b) of this section shall either be (1) a percentage 
relation to such rates equal to or under the same, or (2) a differential 
in cents per hundred pounds under the same. 

Such groups of the industry as cannot relate their minima for 
rates and tariffs to (a) or (b) may formulate trade agreements in 
which the minima for rates and tariffs shall be based on the lowest 
reasonable cost of the service, and the national code authority, with 
the approval of the administrator shall determine methods and formu- 
late rules and regulations in connection therewith to be used in arriv- 
ing at such cost. 

Nothing herein shall be construed to prevent any member of 
the industry individually and without agreement from publishing 
and charging rates higher than the minima for rates so prescribed. 


Amendment 9-B 

On page 9, strike out section 3 of article VI and insert in lieu 
thereof the following: 

3. No changes in or amendments to the minima for the rates 
and tariffs set forth by agreement as provided in section 2 thereof 
shall be made by any party to such an agreement except after a 
showing is made to the appropriate code authority that the proposed 
new minima for rates or tariffs are adequate and sufficient to meet 
the reasonable cost of the service to be performed, or that the change 
or amendment is to meet competition from some form of transporta- 
tion agency not within the industry. Prior to making any change 
or amendment in such minima for rates or tariffs, the appropriate 
code authority may provide for a hearing after proper notice to the 
members of the industry affected. 


Discussion of Rates and Tariffs 


The question of the establishment of a rate structure deals with 
the question the solution of which has been of long standing. The 
earriage of passengers and property by public conveyances has long 
been recognized as an appropriate subject of rate publication and 
administration. The establishment of minimum rates for intrastate 
operation is already a recognized and accomplished fact in 41 states 
as to common carriers, and in 27 states as to so-called contract car- 
riers dealing with intrastate movement. The same considerations 
which justify state control of intrastate rates move to support the 
general supervision of interstate rates. The appropriateness and just- 
ness of rate provisions must therefore be conceded. The only question 
for discussion is as to the proper method of accomplishment. This 
industry is so widespread, numerically so great and the conditions of 
its operation and character of its carriage so varied that the question 
of rates will require very careful study. 

There are four fundamental principles which must be borne in 
mind in connection with rates. They are: 

(1) Minimum rates should be established so as to avoid unfair 
competition. . 

(2) Minimum rates should be so related to the natural or terri- 
torial divisions so as to conform to the conditions in such territorial 
or natural divisions. 

(3) Minimum rates should not be so established as to create 
monopolies or to eliminate or oppress small enterprises. 

(4) The establishment and filing of such minimum rates should 
be accomplished and administered with the least possible burden and 
expense on the industry. 

(1) These tour principles have been carefully borne in mind in 
the preparation of this article. Section 1 requires the filing of rates. 
The service performed, where it is public in its nature, is such that 
the carrier should file his minimum rates in such manner that it is 
possible to measure the service performed and the comparable rate 
therefor. As to the contract carrier, the filing of the minimum rate 
would establish a reasonable compensation for the service by which 
unreasonably low rates, at less than the cost of performing the serv- 
ice, could be measured. In support of this section it should be borne 
in mind that in Article VII on trade practice rules there is a provision 
which prohibits unjust discrimination. 

(2) Minimum rates, tariffs and practices in connection therewith 
can be properly related to the divisions of the industry by allowing 
those divisions to formulate such rates by trade agreements, appro- 
priately related as required in this section. 

(3) That rates formulated by trade agreement may not be unjust, 
create monopolies or oppress small industry, and that such rates may 
be reasonable, section 2 requires, before their establishment, that 
they be related to certain established rates or, where they cannot be 
so related, that they be based on the lowest reasonable cost of the 
service and also requires that they may be established by trade agree- 
ment only after hearing by the appropriate code authority and its 
approval and subject to appeal to the Administrator through the Na- 
tional Code Authority. 

These provisions, together with the fact that other means of 
transportation in competition are always readily available, prevent 
the possibility of monopoly and protect the public against unjustly 
high charges for the service rendered. 

As we have proposed, the words ‘‘for-hire’’ should be inserted in 
Section 1 as the second and third words of the first line so that this 
section will only apply to the for-hire members of the industry. 
This omission is a typographical error and the insertion of these two 
words preserves. one of the methods of certain avoidance of unjustly 
high rates. It should also be noted that, on proper showing, the mini- 
mums provided in rate agreements can be readily reduced and still 
provide reasonable compensation for the service to be performed, such 
minimums may be reduced below those established by such trade 
agreement. This showing is necessarily required to prevent the large 
operator from using a rate war as a means of eliminating the smaller 
competitor, with the possible result of later rate increases by virtue 
of the latter’s elimination. Yet, this provision allows any operator, 
who can show that by economical management a rate may be re- 
duced, to so reduce the rate, giving the public the advantage of such 
reduction, 

The above discussion covers fundamental points 1, 2, and 3. 

(4) The fourth mentioned fundamental, that is, ‘‘the establish- 
ment and filing of such minimum rates should be accomplished and 
administered with the least possible burden and expense to the in- 
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dustry,”’ is accomplished by decentralizing the filing of rates, allow- 
ing their filing and administration with the appropriate regional anq 
divisional and other code authorities in such manner that noly the 
cases of appeal will require centralized treatment and action by the 
Administrator. This method of administration will reduce the ex- 
pense to the minimum and prevent the necessity of creating a na- 
tional administrative agency greater in extent than the Interstate 
Commerce Commission, which agency would be productive of a cost 
too burdensome for the industry. Decentralizing accomplishes ad- 
ministration at the lowest possible visitation of expense. That this 
machinery is representatively chosen removes much of the irritation 
incident to rate control and gives voice to the smallest operator in 
the industry. 

Section 4 gives the necessary power for the cooperation of Code 
authorities in adjoining regions. The necessity of such cooperation 
is self-evident, as in many sections of the country inter-regiona] 
traffic would occur in considerable volume. 
we 5 is designed to prevent unfair competition by the owner 

Provisions of the trucking code were discussed on behalf of 
American Trucking Associations, Inc., by Col. C. O. Sherrill, of 
Cincinnati, O.; E. Foster Moreton, of Detroit, Mich.; H. C. Mims, 
of Greenville, S. C.; William Fitzpatrick, of Detroit, Mich.: 
R. A. Anderson, of St. Louis, Mo., and E. J. Arbour, of Hartford, 
Conn. 

At a meeting of the association prior to the hearing on 
the code the truckmen urged that all trucks operated by rail- 
roads and their subsidiaries as well as those of the Railway 
Express Agency and carloading companies be made _ subject 
to the Code Authority of the trucking industry. It was con- 
tended by some that the code already covered such opera- 
tions. It was asserted in the discussion at the meeting that 
the railroads were not under the NRA and were engaging in 
“the vicious practice of rate-cutting and were thus defeating 
the purpose of NRA.” A statement issued by the trucking 
association said the railroads were referred to as “chiselers in 
transportation” and were undermining the business of truck- 
ing. The store-door plan of the Pennsylvania Railroad, it was 
asserted, was a specific case “where the failure to include the 
railroads under the NRA was working a hardship on other forms 
of transportation.” 

The procedure of the NRA involves conferences before the 
submission of the proposed code, the public hearing, confer- 
ences after the hearing, and then drafting of the code by the 
NRA for submission to the President. 

Objections that the Cartage Exchange of Chicago had to 
the code, according to Charles Farquhar, Jr., would be met by 
amendments that would be satisfactory to local cartage men and 
such amendments had been agreed upon. However, Fred 0. 
Nelson, Jr., speaking for the Merchants Truckmen’s Bureau of 
New York, appeared in opposition to the code, having been 
unsuccessful, he said, in his efforts to obtain an agreement satis- 
factory to those whom he represented at the meeting the pre- 
ceding day of the American Trucking Associations, Inc. He 
insisted that the truckers of the metropolitan area of New York 
City be covered by an appendix to the code designed to meet the 
particular problems of the metropolitan truckers. 

The National Association of Haulers for Carloading and For- 
warding Companies, by O. L. Hankinson, urged the setting up of 
codes for natural divisions of the industry with an appellate code 
authority on which there would be representatives from each 
natural division. 

Mr. Watts, for the National Industrial Traffic League, sub- 
mitted amendments approved by the League at its meeting in 
Chicago with respect to private trucks. 

The Maryland Dump Truck Association asked for a separate 
code for dump truckers. 

Labor provisions of the code were attacked by E. L. Oliver, 
of the Brotherhood of Railway & Steamship Clerks, Freight Han- 
dlers, Express & Station Employes, and Dan Tobin of the team- 
sters’ and chauffeurs’ international union. 

The Association of General Contractors asked that the code 
be limited to regular carriers and that dump and other trucks 
used in construction work be eliminated from the code. Elimina- 
tion of milk tank truck operators from the code was asked. 
Another class of trucks for which elimination was urged was the 
contract delivery trucks for stores. 


MOTOR VEHICLE REGULATION 


On authority of Bradley vs. Public Utility Commission, 289 
U. S. 92, 95, 98 (see Traffic World, April 15, 1933, p. 727, Ohio 
Motor Regulation Upheld), the Supreme Court of the United 
States has affirmed decrees of lower courts in No. 551, Wald 
Transfer & Storage Co. vs. Smith et al., on appeal from the 
district court of the United States for the southern district of 
Texas, and in No. 552, Beard, appellant, vs. Smith et al., on 
appeal from the same district court. The district court upheld 
orders of the Texas commission refusing permits for interstate 
private contract carrier operations because of traffic congestion 
and inadequacy of bridges and pavements. 
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November 18, 1933 


CODE TRUCK REGULATION 


Speaking before the Maryland Motor Truck Owners’ Asso- 
ciation at its annual banquet the night of November 14 at 
Baltimore, Md., Ted V. Rodgers, president of American Truck- 
ing Associations, Inc., after outlining provisions of the proposed 
code of fair competition for the trucking industry, said that 
the code offered the industry an opportunity for “supervised 
self-regulation such as we never have had.” 

“It gives us an opportunity to put our own house in order, 
it is hoped, without governmental interference,” said he. “Some 
of the railroads are watching this development with the keenest 
interest. In a petition for suspension and investigation sub- 
mitted to the I. C, C, the other day by a number of railroads, the 
Baltimore & Onio participating, against the tariff filed by the 
Pennsylvania Railroad for store-door pickup and delivery, this 
very point was emphasized. I quote: 

Protestants believe that any major attempt to meet motor truck 
competition should be postponed for a short time longer in order 
that the necessary changes in truck charges and operations due to 


changed hours and remuneration of labor growing out of the efforts 
of the National Recovery Administration may be taken into account. 


“The code in operation offers a thorough laboratory test, 
under supervised self-government, for intelligent regulation of 
the industry, adapted to its detailed needs. That is a far cry 
from that type of autocratic regulation which some of the 
railroads would impose upon us. I am confident an effective 
code of our Own would go far to eliminate much of the criti- 
cism of truck transportation. I repeat, we need your unstinted 
cooperation to put over this program.” 

Referring to the activities of the national trucking organi- 
zation in addition to those relating to the trucking code, Mr. 
Rodgers spoke of attention given to provisions in other codes 
affecting trucking operations, to the store-door delivery pro- 
posal of the Pennsylvania, and to the things being done by 
Coordinator Eastman with respect to truck transportation. “I 
mention these things,” said he, “to give you an idea of the 
activity of our national organization. I firmly believe that a 
strong organization at Washington, representative of the truck- 
ing industry of the country, marks the beginning of a new 
era for the business of highway transportation of property. We 
are emerging from a chaotic state to a systematized, standard- 
ized business; from a haphazard mass of individuals to an 
integrated functioning of the whole; from lack of unity to a 
harmonious association of groups commonly interested in the 
—— of the highway as a modern means of transpor- 
ation.” 


C. G. W. TRUCK COMPETITIVE RATES 


Twelve western trunk line carriers have asked the Com- 
mission to suspend Boyd supplements, applicable only to the 
Chicago Great Western, which propose a rate of 30 cents a hun- 
dred pounds on miscellaneous packing house products, west- 
bound, and inedible packing house products, eastbound, between 
Chicago and Missouri River points, dated to become effective 
December 1. The rate was proposed as a method of meeting 
motor vehicle competition. 

According to a summary of the controversy that has been 
going on between the Chicago Great Western and other west- 
ern trunk line railroads for several weeks, made by Harry G. 
Taylor, commissioner of the western railroads, the Chicago 
Great Western contends that the reduced rates would result 
in recovery of gross revenue of approximately $250,000 a year, 
while the other carriers contend that the establishment of the 
rate would result in a probable loss in excess of $900,000 to 
six of the roads based upon reduction of the “all-freight rates” 
alone between points covered in the proposal. 

In a letter to the executives of western railroads, Mr. Tay- 
lor said the desire of the Chicago Great Western to recover 
trafic captured by the trucks was commendable. Reduction in 
rates, he said, was one method to be applied when conditions 
were favorable. 

“This particular case, however,” said Mr. Taylor, “affords 
an example of the difficulty the railroads labor under because 
they operate as systems and not as units. A truck can make 
arate between a few specific points without affecting rates on 
the same commodity between other points—not so the railroad. 
Not only must it keep in mind the effect of proposed reduction 
on all shipments on its own lines, but so interrelated are the 
interests in the same territory and other shippers served by 
those railroads that the radiating consequences of the reduc- 
tions cannot be ignored. If the benefits of the reductions in 
this case could be reserved to the Great Western and no harm 
done to its railroad competitors the action might be justified 
even though the competitors were excluded from the benefit. 
In this instance, however, in the light of all the possibilities, 
the net benefits to the Great Western are highly conjectural, 
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while the consequence to other rail carriers would be little 
short of devastating. For these reasons it is my recommenda- 
tion that the proposed action of the Chicago Great Wertern 
Railroad be withdrawn.” 

In bringing the Chicago Great Western’s proposal to the 
attention of Commissioner Taylor, neighbors of the Chicago 
Great Western said the indications were that in the very near 
future truck competition would be very much less severe than 
at present, due to the adoption of a trucking code under 
the N.R.A. They said that hours of labor would probably be 
reduced from a maximum of 90 to 40 a week, with the result 
that the item of truck driver wages alone could be increised 
more than one hundred per cent. 

“With knowledge of this imminent change,” said the pro- 
testing railroads, “it would be entirely unjustifiable to take 
the present ‘cut-throat’ trucking rates as a basis upon which to 
predicate railroad rates upon important traffic between basic 
points as is contemplated by the proposals involved.” 

The protesting railroads said the proposal was designed to 
apply primarily for the benefit of a packer and that it was in a 
nature of an inter-plant adjustment, but, they added, if the basis 
was established it could not be denied to anyone who might 
desire to use it. 


BUSSES MEET RAIL RATES 


Operators of motor busses in the Southwest have picked 
up the challenge thrown by the railroads in the announcement 
that the rail carriers would reduce their passenger coach fares 
to 2 cents a mile from the present rate of 3.6 cents a mile, and 
to 3 cents a mile and an elimination of the existing surcharge 
for sleeping car passengers, effective not later than December 
1. At a meeting of 75 bus operators in Dallas, representing 
lines covering all the states of the Southwest, it was decided 
to meet the proposed railroad reduction by submitting to the 
regulatory bodies for approval a schedule ranging from 2 cents 
a mile for the first 100 miles, approximately 19/10 cents a mile 
for the second 100 miles, and so on down to 1% cents for 1,000 
miles and more. 

“There must be a differential,” R. C. Bowen, of Fort Worth, 
vice-president of the Texas Bus Association, declared. “On 
short hauls, many passengers avail themselves of bus service 
because the greater frequency of the servce permits them to 
save time. 

“On long hauls, the railroads can make faster time, so that 
the person who takes a bus must do so to save money. That 
means that, on long hauls, to compete with the railroads, we 
must charge less. The tariffs will not be obligatory, though, 
and each company will set its own, subject to approval of the 
federal bodies.” 

A. W. Riter, Dallas, regional director for the National Bus 
Association and president of the Texas Bus Association, called 
the meeting, which was devoted principally to explanation of the 
N.R.A. code for the bus industry. 


STORE-DOOR DELIVERY 
The Trafic World Washington Bureau 


The Commission has notified those concerned that it will 
listen to representations for and against suspension of Penn- 
sylvania, Erie, and Grand Trunk store door delivery tariffs 
Nov. 21 at 10 A. M. The entire Commission will be on the 
bench to hear the representations. 

The Merchants and Manufacturers Association of the Rush 
Terminal, Brooklyn, N. Y., has wired the Commission that it 
supported and urged the granting of the petition of the New 
York Central and other carriers for the suspension of collection 
and delivery tariffs filed by the Pennsylvania, Erie and Grand 
Trunk railroads. It said it further urged that the Commission 
grant the petition of the opposing trunk line carriers for the 
privilege of oral argument before the Commission. Approval 
of the tariffs filed by the Pennsylvania and others, it added, 
would result in a devastating rate war and would be most detri- 
mental to the best interest of the country, in its opinion. 

In support of a request for the suspension of the so-called 
store door delivery and collection tariffs of the Pennsylvania, 
Erie and Grand Trunk, the Merchant Truckmen’s Bureau of New 
York asserts it has been informed and believes that the “project 
is not inspired by any genuineness of desire to institute real store 
door receipt and delivery service, but on the contrary, it grows 
out of intense rivalries between individual railroads to invade 
the terminal territories of each other and to meet truck com- 
petition.” The protesting association says it is an organization 
of most of the local truckmen in the New York metropolitan 
area, a large part of whose work consists of the haulage of freight 
between railway freight stations and the places of business of 
shippers and consignees who employ the truck men under private 
contracts. 





PAGE 908 


“Protestant does not claim that the project should be declared 
unlawful merely because of the damage to its members,” asserts 
the request for suspension. “On the other hand protestant does 
claim that the great losses which its members would sustain 
must justify the Commission in closely examining the legality of 
the railroad extensions of its operations into a new field, so 
that protestant members may not be the victims of unlawful 
railroad practices.” 

In the period in which the railroads have been suffering from 
“over the road” truck competition, the truckmen, the association 
declares, have been acting as a complement to the railroad serv- 
ice and have cooperated to the fullest extent in an endeavor to 
save the railroads the freight for which they were in competition 
with the “over the road” trucks, who, they assert, are also com- 
petitors of local truckmen. 

The association contends that the project constitutes either 
an extension of the lines of the railroads, in violation of sec- 
tion (18) of the interstate commerce act or, if not an extension 
of line, then in the nature of a service other than that of a rail- 
road in which it has no right to engage at all. 

The plan, the protest declares, contravenes the basic prin- 
ciples of the national industrial recovery act, which the asso- 
ciation says declares against that which will “promote a mon- 
opoly” and that “will discriminate against small enterprises.” 

“These railroads have not been required to conform to the 
N. R. A. while the truckmen have filed a code designed to im- 
prove the working conditions and spread employment of which 
this railroad plan will be destructive,” say the truckmen. 
“These railroads are now being financed by loans, which, in 
the final analysis, are contributed to, as tax-payers, by the same 
truckmen whose business they seek to appropriate. It is likely 
that these tariffs will tend to impair the ability of the carriers to 
secure a compensatory return for the services rendered because 
true trucking costs on many shipments will exceed the total 
freight charge collected by the railroad.” 

In part the truckmen further said: 


While this service may be designed to meet the competition of 
“over-the-road” trucks, their competition will be intensified by the 
forced alignment of local truckmen with any service other than that 
which appropriates their business. In this way the railroads will 
sacrifice the good will and cooperation of local truckmen who have 
helped them heretofore as outlined in Paragraph 1. This considered, 
and weighing the trucking cost assumed by the railroad under the 
plan, there is serious doubt whether the additional business attracted 
or economy in its handling will offset the cost and it is not unlikely 
that railroads will spend more than shippers will save. 

Railroads should not try to meet competition by offering trucking 
as a bonus, but by reducing their own station to station rates. 

To include a trucking cost which will be varied by localities, as 
well as by local conditions, in an undisclosed rtion of a freight rate 
that originally contemplated no such service, introduces unwar- 
ranted impairment of the rate structure and opens the way to many 
abuses, 

Under these tariffs, shippers who buy less than 260 miles of 
transportation are offered trucking on both ends of the railroad haul 
at no additional cost. Those who buy over 260 miles of transportation 
are charged for this service on an ascending scale for distances be- 
yond; notwithstanding the fact that the cost to the railroad dimin- 
ishes with the spread of terminal costs over more miles of haul. At 
this point it is of interest to note that, even at the maximum rate of 
six cents per 100 lbs., this trucking service is offered at less than 


actual cost. 


The New York Dock Railway, asking the Commission to 
suspend the so-called store door delivery tariffs of the Penn- 
sylvania, Erie and Grand Trunk, points out that in the tariffs to 
which it objects the carriers have made no provision for the 
absorption of termina] trucking expense to and from its present 
freight receiving and delivering stations, but have made provi- 
sion for such absorption in connection with the local trucking 
to and from their own terminal stations at different places 
throughout New York, including Brooklyn. 


“The assumption of such trucking expense by respondents 
to the exclusion of that which moves or would move through 
the terminal railroad receiving and deliveries facilities of the 
protestant,” says the Dock Railway, “would divert from pro- 
testant a material amount of traffic in connection With which 
it now performs common carriers railroad terminal operations 
to the advantage of the public which is largely dependent upon 
the facilities and operations of this protestant. Any diminution 
of traffic of this protestant would impair its ability to serve 
the public as a railroad common carrier subject to the statute.” 

But the question was not alone one of discrimination, said 
the Dock Railway. It pointed out that the general structure 
of rates to and from New York was on a group basis which 
embraced all forms and manners of deliveries and receipt of 
freight throughout the New York district. The integrity of the 
group and parity of rates, it added, would be impaired by the 
proposal of the respondents, “taken in connection with their 
failure to assume the trucking expense “on traffic received and 
delivered at the stations of the protestant terminal carrier.” 
But it was not upon that ground alone, said the Dock Railway, 
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that it joined and supported the position of other railroads, par. 
ticplarly those represented in the protest of the Trunk Line 
Association. 

The protestant claimed that the project was illegal on ac. 
count of the increased expense to which the respondent carriers 
would be put, resulting in unreasonably low charges in Violation 
of section 1 and in violation of section 15 on account of the 
expense that would fall upon the railroads proposing the service. 

The protest points out that the tariffs in question carry the 
threat of a rate war as shown by the statements of the pro. 
testing trunk line railroads that failure to suspend the tariffs 
would compel the resort to retaliatory measures by them. [Ip 
addition the protest pointed out that the motor truck industry 
was about to come under a code which would tend to bring 
about elimination of destructive competition in that industry, 
Therefore, the Dock Railway said it would seem to be contrary 
to the interest of transportatiton and the public to invite com. 
petitive waste such as would follow the inauguration of the 
proposed service. 

The American Trucking Associations, Inc., by Ted V. Rod. 
gers, its president, Brashears, Townsend & Cricher, its attortieys 
and Harold S. Shertz, Philadelphia, of counsel, have asked the 
Commission to suspend the store-door delivery tariffs of the 
Pennsylvania, Erie and Grand Trunk. Its protest and request 
for suspension declares that the organization is representative 
of 108 regional, state and local constituent organizations of 
motor truck operators throughout the country, comprising in 
their membership all classes of service, common carrier, con- 
tract carrier and industrial or privately-owned trucks of shippers, 

The protest says that the coordination of highways, rail. 
roads, waterways and airways to promote the free flow of traffic 
is desirable and that the things that have been done toward 
coordination, to the best information and belief of the pro- 
testant, are beyond the knowledge or realization of the man- 
agement of rail carriers. The truck organization points out 
that through the organized complaint to the Commission by 
terminal highway carriers in the principal cities, the condi- 
tions at less-carload rail terminals have been forced to be 
improved. Highway carriers, it is asserted, have continued 
improvement in their service, reducing time of delivery between 
store door and store door, when shipped by rail, despite lack 
of improvement, or corresponding advancement in methods of 
handling by rail carriers at rail platforms. It is pointed out 
that the highway carriers and shippers, at their own expense, 
have set themselves up to operate under the existing system 
of distribution. By the proposed tariffs, the truck association 
asserts, the three carriers would seek to destroy the highway 
carriers who so long had faithfully served them and to disrupt 
the methods upon. which the shipping public had become de- 
pendent. 


The tariffs are declared to be in violation of sections 2 
and 3 in that they permit the giving of special rates, rebates, 
drawbacks and other devices and other unjust discriminations 
by arbitrarily determining and controlling delivery areas where- 
by persons can be favored with or denied the proposed service. 
Violations of sections 6 and 27 are also alleged in that the 
tariffs would prevent equal facilities for delivery of property. 
The tariffs are also asserted to be in violation of section 15 (a) 
in that they would dissipate the revenues of the carriers. 


The truck association said the tariffs were contrary to 
the purposes of the national industrial recovery act. It pointed 
out that the reduction in the ton-mile revenue had two direct 
effects with respect to economic rehabilitation: First, it would 
promote cut-throat competition, “chiseling” and extra endeavor 
among trucks to obtain contracts for delivery and pick-up; and 
second, in that since the cost of conducting industry was so 
directly related to labor costs an impossible situation was 
created in any endeavor under the recovery law, to bring about 
reduction in hours and increases in pay for the trucking in- 
dustry. 

The tendency of the tariffs, the organization asserted, was 
monopolistic, which was against the prohibition of the recovery 
law of monopolies and the oppression of small enterprises. 

Under the recovery law, the protest said, the trucking in- 
dustry was being stabilized. Without a hearing by the Com- 
mission it was declared it could not be determined whether the 
proposals would or would not interfere with or obstruct the 
recovery policy of Congress. The status of matters, it was 
said, should not be changed on the eve of the reconvening of 
Congress. Therefore, the association said it was vitally impor- 
tant that the experimental tariffs which would work revolu- 
tionary methods and destruction of existing agencies of trans- 
portation should be suspended and that thorough hearings be 
permitted to acquire additional information in aid of the solu- 
tion of the transportation problem. 
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November 18, 1933 


HIGHWAY AND RELIEF 


Reports showing that, as of November 7, there were 103,455 
men employed directly on federal aid highway projects in every 
state except Georgia have been received by Public Works Ad- 
ministrator Harold L. Ickes from Thomas H. MacDonald, chief 
of the Bureau of Roads of the Depatrment of Agriculture. 

Mr. Ickes has written to the governors of Maryland, Kansas, 
Indiana, Connecticut, Michigan, Tennessee, Mississippi, Arkan- 
gas, Illinois and Georgia requesting more speed in the awarding 
of highway contracts. These states have been slow in using 
the allotments of PWA funds made to them. The state of 
Illinois, allotted $17,570,770 last July, had awarded only $165,000 
of contracts as of November 8. 

The reports showed that five states had awarded contracts 
covering more than half of their federal aid highway allotments. 
These states are New York with 67.2 per cent of its allotment 
awarded; Maine, 66.2 per cent, Nebraska, 52.5 per cent; Iowa 
52.3 per cent and Montana, 50.3 per cent. The average for all 
states was 31.6 per cent. The amount involved in contracts 
awarded was $124,732,000. 

In all states local regulations governing the expenditure of 
road funds and the letting of contracts differ. Such contracts 
are rigidly covered by state laws. Well over 1,000 more road 
projects have received federal approval than have had con- 
tracts let by state authorities. 

It was pointed out that many states which now showed a 
small percentage of road funds under contract have advertised 
for bids and that within a short time a number of contracts 
would be awarded. 


MOTOR ADVANTAGE OVER RAILS 


“Estimates based on reports from railway station agents in 
seventeen states indicate that the railways last year lost freight 
revenues of more than 500 million dollars because of the diver- 
sion of rail traffic to motor trucks,” said C. D. Morris, assistant 
to the chairman of the Western Railways’ Committee on Public 
Relations, in an address at Hillsdale, Mich., November 16. 
“The freedom of highway carriers from any federal regulation 
whatsoever and the provision and maintenance of their road- 
ways, largely at the expense of the private motorist and the 
general taxpayer, are two unfair elements in the present com- 
petitive transportation situation that are well known. But 
the NRA codes recently adopted by the bus interests and now 
pending for the truck operators afford a vivid illustration of 
still another advantage which the public has given the motor 
vehicle in competition with the railroad. 

“In the bus code, which is now effective, maximum work- 
ing hours per week, averaged over a stated period, are fixed 
at 48 for bus drivers. The minimum weekly wage is estab- 
lished at $15, in cities with more than 500,000 inhabitants and 
drops on a graduated scale to $12 in towns with less than 2,500 
population. Considering only the $15 top minimum, however, 
how does this figure compare with the wages paid in railroad 
passenger service? 


“In August, the latest month for which detailed informa- 
tion is now available, actual average hourly earnings amounted 
to $1.29 for passenger conductors; 99 cents for assistant con- 
ductors and ticket collectors; 95 cents for baggagemen and 
brakemen; $1.58 for engineers and $1.30 for firemen. Applying 
a 48-hour week to these figures would produce earnings in 
railway passenger service, as compared with the $15 peak mini- 
mum in the bus code, of $61.92 for conductors; $47.52 for 
assistant conductors; $45.60 for baggagemen and brakemen; 
$75.84 for engineers and $62.40 for firemen. These figures. are 
from three to five times as large as the top minimum in the 
bus code. 

“The proposed motor truck code calls for a maximum week 
of 48 hours for truck drivers, with minimum wages ranging 
from 20 cents an hour in small southern villages to 50 cents an 
hour in cities of over two million inhabitants. Considering only 
the rate of 50 cents an hour, this means a total of $24 for a 
48-hour week. In August, 1933, the average hourly earnings of 
railway employes in freight service were $1.02 for conductors; 
81 cents for brakemen; $1.21 for engineers and 92 cents for 
firemen. These figures are equivalent, for a 48-hour week, to 
$48.96 for conductors; $38.88 for brakemen; $58.08 for engineers 
and $44.16 for firemen. 

“It is realized that the wage figures established in the 
motor vehicle codes are minima and not actual earnings. If 
average hourly earnings were materially greater than these 
Minima, however, it seems reasonable to assume that higher 
figures would have appeared in the codes. 

“Ever since the end of 1917, first under federal contro] of 
the railways, then under the United States Railroad Labor 
Board, and now under the national railway labor act, the wage 
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scales paid by the railroads have been determined, practically 
in their entirety, by public authority. The action of the public 
in permitting highway competitors of the railways to pay wages 
far lower than those which the public has fixed as reasonable 
for comparable work on the railroads is one of the reasons for 
the continued diversion of rail traffic to commercial vehicles.” 


HIGHWAY RESEARCH BOARD MEETING 


The thirteenth annual meeting of the Highway Research 
Board will be held in Washington, D. C., Dec. 7 and 8, at the 
building of the National Academy of Sciences and National 
Research Council, according to an announcement made by 
Roy W. Crum, director of the board. Topics to be dealt with 
in papers and committee reports include highway transporta- 
tion economics, highway design, materials and construction, 
maintenance and highway traffic and safety. 


MOTOR VEHICLE DIMENSIONS 


The National Highway Users’ Conference, according to Roy 
F. Britton, director, sees in a statement made by War Depart- 
ment officials on the recommendations of the American Asso- 
ciation of State Highway Officials as to dimensions and weights 
of commercial motor vehicles an answer “which should put an 
end to the misrepresentations which are constantly being made 
that the taxpayers are burdened by excessive costs caused by 
highway construction of extra width and thickness for the 
accommodation of heavy commercial vehicles.” 


The recommendations of the highway officials’ association 
were submitted to the War Department by the Department of 
Agriculture. The chief of staff of the army and the acting 
Secretary of War in their comment on the recommendations 
said: 


Highways designed to safely carry vehicles of the weights and 
sizes provided in the recommended code, it is believed, will be ade- 
quate for the War Department needs in time of war or national 
emergency. 

In the opinion of the War Department, proper provision would 
not be made for the national defense if our major highways were 
designed for vehicles of smaller dimensions and weight. 


“This definite statement as to the War Department’s re- 
quirements for the necessities of national defense should put 
a stop to the efforts to reduce size and weight limitations in 
state legislation below the standards fixed by the highway build- 
ers themselves,” said Mr. Britton. 


STORE DOOR DELIVERY 


Editor The Traffic World: 

In the November 4 Traffic World there appeared a state- 
ment that the American Trucking Associations, Inc., is pro- 
testing the store-door pick-up and delivery tariffs of the Penn- 
sylvania Railroad, among others. 

This protest is in behalf of those members interested in 
over the highway for hire truck transportation. 

This protest is in direct opposition to the interest and 
desires of cartage and so termed “local truckmen.” 

That vast army of responsible and enduring motor vehicular 
merchandise transportation companies for hire, welcome store- 
door delivery by the railroads. 

F. Landon Cartage Company, 

Chicago, Ill., Nov. 13, 1933. By Lee S. Landon. 


MEETING COMPETITION 


Editor The Traffic World: 

Your editorial headed, “Meeting Competition,” in the No- 
vember 4 Traffic World, on page 789: 

I believe you are right as far as you have gone, but, if the 
railroads had gone into the truck business themselves fifteen 
years ago, there would not be such a great inequality of regu- 
lation as there is at the present time; but they wouldn’t listen 
to anybody—they wouldn’t listen to the shipper or to the con- 
signee—that is, the man who paid the freight bill and could 
see the almost daily slipping of the railroad less carload ton- 
nage over to the trucks—until now in this territory I believe 
a conservative figure would be that 75 per cent of the less car- 
load tonnage has gone to trucks and a lot of carload tonnage. 

There is only one way to fight truck competition and that 
is with trucks. 

Pick up and store door delivery won’t do it, all freight cars 
won't do it. 

Everyone has heard the old gag about taking some of the 
hair of the dog that bit you; that prescription might work to 
the health of the railroads. 


Denver, Colo., Nov. 8, 1933. R. Flickinger. 
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POLITICS AND PATRIOTISM 


Editor The Traffic World: 

To begin with, I am not a seasoned traffic man nor a 
politician; however, I am a graduate of a reputable university 
in traffic and blessed with a little common sense. 

I have been a subscriber for The Traffic World for the last 
five years and believe it a necessity to any traffic man, but your 
political editorial columns are detrimental to your cause. 

No sensible citizen is interested in politics at the present 
time, but vitally interested in recovery, whether it be Demo- 
cratic, Republican, or national. As an ex-marine and one who 
knows real patriotism, it seems unwise and unfair, and cCer- 
tainly not becoming to an American to knock and find fault 
with those few honorable men who are striving day and night 
in their honest effort to save this country from ruin. In fact, 
most of them are trying to duplicate their victory of 1917-18, 
and we have the same knockers criticizing their every move. 

Our country needs every man, woman and child’s coopera- 
tion to win this struggle and any who fail are certainly slackers. 
We had them in 1917-18, and we have them now with their 
pitiful excuses, striving for political exceptions. In the eyes 
of all pure-blooded Americans it is the same crime to dodge this 
issue as the one we had then. We are still striving to save 
our country and we are all soldiers of this battle without 
political gain. 

Let us not kill time by finding fault, but bear in mind the 
cherished hope and intent of the NRA and it will surely win. 

Personally, when I receive my weekly issue of The Traffic 
World, I expect to find between the covers information con- 
cerning my daily business that will be helpful and improve my 
knowledge. The subscription price of your weekly issue is 
certainly not comparable with issues founded on political basis. 

I believe I am safe in saying the majority of your readers 
and subscribers will gladly bid your politics adieu, and welcome 
more interesting information relative to transportation. 

O. T. Spence, 


Charleston, W. Va., Nov. 16, 1933. Traffic Manager. 





The above is more or less typical of several communications re- 
ceived, the others, however, being sent by cowards who do not sign 
their names. Of course, Mr. Spence is carried away by enthusiasm 
when he charges that those who do not agree with the program he 
favors are politicians or slackers. Did he never disagree with a policy 
of the national administration and express his disagreement? It 
would be a sad condition, indeed, if one could not criticize policies of 
this kind without being accused of lack of patriotism or playing 
politics. But it is part of an editor’s job to be insulted by narrow- 
minded persons who cannot imagine how anyone can disagree with 
— being impelled by vicious motives—Editor The Traffic 

oriad, 


MONEY FOR AERONAUTICS 


“Allotments amounting to $499,125 to the aeronautics branch 
of the Department of Commerce have been announced by the 
Public Works Administration. Of this amount $225,000 will be 
used for the purchase of 30 new airplanes to replace obsolete 
craft on which operating and maintenance charges are exces- 
sive,” said the P. W. A. “It is estimated a saving of $30,000 a 
year will be made.” 

An allotment of $152,605 to the aeronautics branch for 
changes in the system of aids for air navigation was also an- 
nounced. Other allotments to the same bureau were $60,000 for 
installation of blind landing equipment at four fields; $37,520 
for improvements to ground facilities; $15,000 for installing radio 
control at 20 isolated range stations; and $9,000 for purchasing 
15 sets of blind landing instruments. 


ROPER PROPOSES SEADROME TEST 


Secretary Roper, of the Department of Commerce, has pro- 
posed that the government undertake a test looking to the build- 
ing and maintenance by the government of seadromes at 500-mile 
intervals across the Atlantic. The airway that would thus be 
established would be an extension of the federal domestic air- 
ways and would be operated, as are the domestic airways, by the 
aeronautics branch of the Department of Commerce. The airway 
would be open to use to all air lines. 

Though Secretary Roper said the Commerce Department 
had been advised that the Public Works Administration had 
allocated funds to initiate work on the project, subject to the 
approval of the State Department and the President, Secretary 
Ickes said later that the P.W.A. had made no such allotment. 
He added that the Commerce Department’s request for the 
allocation was still under consideration by a subcommittee and 
had not been passed on by the P.W.A. board. He said ques- 
tions involved were the legality of using P. W. A. funds outside 
the United States and the problem of defense of the seadromes 
in case of attack. 

If the plan is adopted, the Armstrong seatirome would be 
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used. Advocates of a federal loan for construction of these sea. 
dromes recently appeared before the P. W. A. Secretary Roper, 
however, believes that the Atlantic seadrome airway, if estap. 
lished, should be owned and operated by the government ty 
avoid monopolistic control. 

In a statement issued by the department in connection wit) 
Secretary Roper’s announcement the proposal was outlined ag 
follows: 


Before construction work on the airway is started, a one-fourth 
section of one floating platform will be built at a cost of about 
$1,500,000 and thoroughly service-tested before the commitment js 
made for a full unit estimated to cost about $6,000,000. It is estj- 
mated that about four months will be required to build the demonstra- 
tion section. The entire airway, after its feasibility has been deter- 
mined, will cost $30,000,000 and about 80 per cent of the total wil) 
be for labor. This would give employment to 10,000 men for two 
years. 

Studies conducted by the Department’s aeronautical experts show 
that an airway of these floating islands will assure efficient, safe, 
dependable and profitable 24-hour mail, passenger and express air- 
plane service between the principal cities of the Atlantic seaboard 
and western European capitals, Secretary Roper said. The landing 
facilities of the Atlantic airway will be made available to any com- 
mercial aviation company or individual of any country on equal toll 
schedules, and these toll charges it is estimated will more than pay 
the operating expenses of the floating islands. 

Being assured that any privately operated proposal of this type 
would require federal funds, Secretary Roper said, he asked Eugene 
L. Vidal, director of aeronautics of the Department of Commerce, to 
examine the project and determine whether it would be feasible for 
the government itself to establish and operate the floating islands. 

After a thorough study, Mr. Vidal concluded that federal oper- 
ation of an ocean airway would be consistent with the government's 
long standing policy of providing aids to both air and marine naviga- 
tion. He recommended that Public Works funds be provided to build 
an experimental base and that the project be carried out by the 
aeronautics branch of the Department, in much the same manner 
as it now provides national emergency landing fields throughout the 
United States. This recommendation was accepted, and if the At- 
lantic airway is established, it will be as an extension of the federal 
airways system, which already comprises a nationwide network of 
lighted and radio-equipped airways established and operated by the 
aeronautics branch. 


AIR TRANSPORT CODE 


President Roosevelt has approved the code of fair competi- 
tion for the air transport industry. It will become effective 
November 27. 

The Aeronautical Chamber of Commerce in a statement said 
the code provided for a 16 per cent increase in personnel and a 
20 per cent raise in the payroll of “an industry unique among all 
others because it has steadily employed an increasing number of 
men throughout the depression.” 


The code does not affect pilots whose wages and hours are 





. being considered by a fact-finding committee named after a dis- 


pute between the pilots and the air lines was carried to the 
National Labor Board. Discussing the code the aeronautical 
chamber said: 


“Under its provisions the air transport code sets up a National 
Code Authority to be located in the offices of the aeronautical chamber 
at 22 East 40th Street, New York. The Code Authority will consist 
of seven voting members, five of whom will be designated by the 
chamber and two appointed by air line operators not members of 
the chamber. There also may be one or more non-voting members 
appointed by the Administrator. 

“The aeronautical chamber will make appointments to the Code 
Authority at early meetings of its executive and transport committees. 

“The Code Authority and the Administrator under the provisions 
of the code will have full power to control uneconomic competing 
air lines and consequent disastrous rate wars similar to those which 
characterized the growth of both railroad and highway transportation, 
at the same time assuring development and sound expansion of a 
day and night air transport service which is recognized as being. of 
rapidly increasing value to the economic life of the country. 


For other employes other than pilots the code establishes 
a minimum wage of $15 a week and maximum work hours as 
follows: 


Clerical employes, 40 hours per week; shop mechanics and shop 
mechanics’ helpers, 40 hours per week averaged over a period of 4 
weeks with a maximum of 48 hours in any one week; service me- 
chanics and service mechanics’ helpers, 48 hours per week averaged 
over a period of 8 weeks with a maximum of 54 hours in any one 
week; ground radio operators and field clerks not more than 48 hours 
in any one week; watchmen, not more than 54 hours in any one week; 
and chauffeurs, 48 hours per week averaged over a period of 6 weeks 
with a maximum of 54 hours in any one week. 


The air transport industry, it was pointed out in National 
Recovery Administrator Hugh S. Johnson’s report to the Presi- 
dent, represents an exception in the present depression in that 
it has added to its personnel and expanded steadily from year 
to year. Its personnel increased from 1,861 in 1929 to about 
4,260 in June, 1933. Under the code it is anticipated that em- 
ployment will be increased by about 14% per cent and that 
payrolls will be increased about 20 per cent. This is regarded 
as a substantial contribution to the President’s reemployment 
program in as much as the Post Office Department’s mail pay- 


4 





Nove 
—_—_ 


ment 
abou 


repo) 
oper: 
of lil 
cour 
belie 
trol 

pans 


No. | 


® 


__- « Ss Oe bad 


r 
°o 
band 


2 
° 
. 
—" ee ae ee ee Ment 


fant bad bd Pee x 


z 
a 
pas 


ita ae Ok ok 


No. | 


No. 


No. 


Irth 
out 


eti- 
‘ive 


aid 


all 
' of 


are 
dis- 
the 
cal 


nab 
ber 
sist 
the 

of 
ers 


ode 
eS, 
ons 
ing 
ich 
g 

of 


1e8 
as 


10p 
; = 
ne- 
zed 
yne 
urs 


aks 


1al 
si- 
iat 
ar 
put 


iat 
ed 
nt 
Ly- 


November 18, 1933 


ments, the largest item of air line income, have been reduced 
about 28 per cent for 1933, according to N. R, A, 

Under the code the industry, according to General Johnson’s 
report, “has an opportunity to provide for the control of new 
operations so that it will not be subject to uneconomic paralleling 
of lines and the destructive competition experienced: during the 
course of development by the railroads and bus lines. It is 
believed that the provisions in this code permit adequate con- 
trol and at the same time insure development and sound ex- 


pansion.” 





Digest of New Complaints 





No, 26007, Sub. No. 1, Anthony Farmers Co-Operative Elevator Co. 
et al., Anthony, Kan., vs. A. T. & S. F. et al. 

Unreasonable rates and charges, coal, mines in Colo., and N. 

M. to points in Kan. Ask reparation. (Bernard L. Glover, com- 

merce counsel, 910 Fairfax Bldg., 101 West 11th St., Kansas City, 


Mo.) . 


No. 26140, Sub. No. 1. The Southern Kansas Millers Club, Wichita, 
Kan., vs. Arkansas et al. . 

Rates in violation sections 1 and 3, grain and/or grain products, 
originating at points in Kan. and Okla. when shipped to mills 
owned and operated by complainants’ members at points in Kan., 
there milled and reshipped to points in Ark. and La. On and 
west of the west bank of the Mississippi River.) Rates from 
points in Okla. to destinations in Ark. and La. prefer competitors 
in Okla. Asks rates and reparation. (Wm. T. McArthur, practi- 
tioner, 415 Wheeler Kelly Hagney Bldg., Wichita, Kan.) 


No. 26140, Sub. No. 2. The Southern Kansas Millers Club, Wichita, 
Kan., vs. A. & R. et al. ; 

Rates in violation sections 1 and 3, grain and/or grain products, 
originating at points in Kan. and Okla., milled at complainant’s 
plants in Kan. and shipped to points in Ala., Fla., Ga., Ky., La. 
(on and east of the east bank of the Mississippi River), N. C., 
Ss. C., Tenn. and Va. Competitors in southeast Kan. and southwest 
Mo. and Okla. preferred. Asks rates and reparation. (Wm. T. 
ss practitioner, 415 Wheeler Kelly Hagney Bldg., Wichita, 
can.) 

No. 26253. General Asbestos & Rubber Division of Raybestos-Man- 
hattan Inc., Passaic, N. J., vs. Clyde S. S. Co. et al, . 

Unreasonable rates, asbestos brake lining fabric (brake lining) 
washers, gaskets, packing, compounded or reinforced, and wick 
packing, not compounded or reinforced, L. C. L., Charleston, S. 
C., to Bridgeport, Conn. Asks reparation. (Lewis H. Rubin, prac- 
titioner, 150 Nassau St., New York, N. Y.) 

No, 26254. Swift and Co., Chicago, Ill., vs. St, L.-S. F. et al. 

Rates in violation sections 1 and 4, dressed poultry, butter and 
eggs, Springfield and Nevada, Mo., to points in Mass., D. C., Mich., 
N. Y., N. J., and Pa. Asks reparation. (Ross Dean Rynder, atty., 
4015 Packers Ave., Chicago, IIl.) 


No, 26255. H. Moffat Co. et al., San Francisco, Calif., vs. S. P. Co. 
Charges in violation section 6, cattle and sheep, points in Calif. 

and Ore. to San Francisco and San Jose, Calif. Ask reparation. 
(E. W. Hollingsworth, atty., 369 Pine St., San Francisco, Calif.) 


No, 26256. Carolina Cotton & Woolen Mills Co. et al., Spray, N. C., 
vs. N. & W. et al. 

Unreasonable rates, bituminous coal, mines in the Kenova dis- 
trict (group 6) of the N, & W., in the New River district (group 1), 
and in the Kanawha district (groups 2 and 3) of the C. & O. 
to Fieldale, Va. Asks cease and desist order and reparation. 
(E. D. Pitcher, secretary and treasurer, Carolina Cotton & Woolen 
Mills Co., Spray, N. C. 


No, 26257. Clem Brothers, Staunton, Va., vs. C. & O. 

Unreasonable rate, coal, mines on C. & O, in New River district 
to Staunton, Va. Asks reparation. (Curry Carter, atty., 19 Court 
Place, Staunton, Va.) : 

No. 26258. W. E. Bane, trading as Standard Supply Co., Cambria, Va., 
vs. N. & W. 

Unreasonable rates, coal, mines in Pocahontas group served by 
defendant to Christiansburg, Va. Asks cease and desist order and 
reparation. (Bentley Hite, atty., Christiansburg, Va.) 

No. 26258, Sub. No. 1. G. C. Jones, trading as Christiansburg Fuel & 
Supply Co., Christiansburg, Va., vs. N. & W. 

Same complaint and prayer as to coal to Christiansburg, Va. 

(Bentley Hite, atty., Christiansburg, Va.) 


No, 26259, Traffic Bureau-Lynchburg Chamber of Commerce, for 
Edgar M. Shaner et al., Lynchburg, Va., vs. N. & W. 

Unreasonable rates and charges, coal, mines on N. & W. in 
Va. and W. Va. to Lynchburg and Bedford, Va. Ask cease and 
desist order and reparation. (W. G. Burnette, t. m., 209 Lynch 
Bldg., Lynchburg, Va.) 

No, 26260. St. Joseph Lead Co. et al., Bonne Terre, Mo., vs. B. & O. 
et al. 

Rates, gravel, sand, and crushed or broken stone, Cape Girardeau 
(Marquette) and Bonne Terre, Mo., to points in Ill. in violation 
sections 1, 2, 3 and 13, the undue preference alleged being for 
competitors in Ill. Ask new rates. (Walter G. Patton, t. m., St. 
Joseph Lead Co., 250 Park Ave., New York, and C. M. Tuttle, 
t. m., Marquette Cement Co., Marquette Bldg., Chicago, III.) 

No. 26261. The Hausman & Wimmer Co. (now in hands of Common- 
wealth Trust Co. of Pittsburgh, receiver), vs. A. A. et al. 

Rates, scrap iron and steel, points in Mich. and Ind. to des- 
tinations in N. J., in violation section 1. Ask rates and repara- 
tion. (Fred W. Haas, registered practitioner, 1451 Union Trust 
Bldg., Pittsburgh, Pa.) 

No. 26262. Wiley Feed, Fuel & Supply Co., Salem, Va., vs. N. & W. 

Rates, coal, points in Ky. and W. Va., reached by the N. & W. 
or its short line connections, to Salem, Va., in violation section 1. 
Asks rates and reparation. (John J. Finnerty, atty., 330 Transp. 
Bidg., Washington, D. C., and T. D. Geoghegan, consul, 614 Transp. 
Bldg., Wash., D. C.) 
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Questions and Answers 


N this columa will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, whe is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knewl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but te help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is Sesloed than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

Ne attention will be paid te anonymous communications or questions 


from non subscribers. 
Address Questions and Answers Deperement, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Routing and Misrouting—Use of Term “Delivery” in Connec- 
tion with Terminal Carrier Authorizes Movement of Shipment 


Missouri.—Question: This refers to your answer to “Ne- 
braska” on page 520 of The Traffic World of September 23, 
1933, under the caption “Routing and Misrouting—Switching 
Delivery Is Road Haul for Terminal Carrier.” 


We do not think your answer is entirely to the point. The 
main issue is when a certain carrier is named for a switch 
movement and has no connection with the line haul carrier at 
destination but a connection that would give the terminal car- 
rier a line haul resulting in a combination of rates higher 
than the through rate if an obligation rests upon the initial car- 
rier to inform the shipper that a higher rate would result. We 
appreciate the fact the initial carrier would be warranted in 
giving the terminal carrier a road haul if a cheaper rate applied. 

Answer: In accordance with the decision of the Commis- 
sion in Kanotex Refining Co. vs. A. T. & S. F. Ry. Co., 115 
I. C. C. 559, under the phrase “B Railroad delivery,” either 
switch delivery or line haul delivery can be made, depending 
upon which is the cheaper. 


While we locate no decisions in point, it is our opinion 
that where the term “delivery” is used in connection with the 
terminal carrier in a bill of lading the initial carrier is justified 
in forwarding the shipment via the cheapest route over which 
the shipment can move in connection with the terminal car- 
rier and that there is no obligation on the part of the initial 
carrier to advise the shipper that the joint through rate will 
not apply in connection with the terminal carrier named in 
the bill of lading. 

In other words, the phrase “B Railroad delivery” permitting 
of the forwarding of the shipment via a route which gives 
the terminal carrier either a road haul or a switch delivery, 
depending upon which results in the cheaper rate, there can, 
in our opinion, be no obligation on the part of the initial car- 
rier to advise the shipper that the rate via the route which 
gives the B Railroad a road haul is higher than a joint through 
rate applicable in connection with some other terminal carrier 
at point of destination. 


Tariff Application—Application of Rule 15 of Classification— 
Application of Carload Rate and Minimum Weight When 
Article Subject to Rule 34 to L. C. L. Shipment 


Utah.—Question: Referring to your answer to “Illinois,” 
on page 474 of The Traffic World of September 16, having to 
do with tendering a shipment, at less than carload, charges 
not to exceed carload basis as authorized in Rule 15 (1) of 
Classification. 

The rule in question reads: “Except as provided in Sections 
2 and 3 the charge for a less than carload shipment must not 
exceed the charge for a minimum carload of the same freight 
at the carload rate.” 

Don’t you think this is clear enough of itself to prove the 
point you have established by reference to Interstate Commerce 
Commission decisions? A “minimum carload” is the lowest 
minimum weight prescribed by the Classification, thus for house- 
hold goods which are subject to Rule 34, the minimum weight 
for a 36 ft. car is the “minimum carload.” 

The Classification clearly states that that is the alternative 
basis, without reference to the size of the car used. Rule 34 
has reference to carload shipments only, therefore, the minimum 
carload is the minimum weight given in the body of the 
Classification and Rule 34 minima has no application to a less 
than carload shipment, or the alternative basis of freight 
charges provided therefor by Rule 15 (1). 

Answer: We can locate no decision of the Commission 
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which specifically determines: the question: involved: in the: in- 
quiry of “Illinois” to which you refer. 

In Miller-Rose Company vs. C. & N. W. Ry. Co., 136 I. C. C. 
593, the application of the provisions of Rule 15 of the Classi- 
fication was under consideration in connection with shipments 
which were loaded in cars over 36 ft. in length, but, as the 
rate the Commission found to be applicable, namely, 374%4c 
per 100 pounds, applied on both carload and less than carload 
shipments, the case does not determine the question in which 
you are interested. 

However, we do not think that the term “minimum car- 
load,” as used in Section 1 of Rule 15, relates entirely to the 
minimum weight for a 36 ft. car. This, for the reason that 
where a car which exceeds 36 ft. in length is used, a minimum 
carload is likewise the minimum weight for that size of car, 
as determined by Rule 34 of the Classification. 


Tariff Interpretation—Application of Intermediate Rule in Con- 
nection With Proportional Rates 


IMinois—Question: Please give reference to any decisions 
of the Interstate Commerce Commission relating to the appli- 
cation of proportional rates published from and to specific 
points, where the tariff naming the rate carries the usual appli- 
cation governing rates at intermediate points, and it is desired 
to secure the benefit of the proportional rate at the inter- 
mediate point. 

No provision is carried in the tariff naming the proportional 
rate which would have any effect on its application. 

Answer: With respect to this question, see the Commis- 
sion’s decision in Reeb vs. B. & O. R. R. Co., 136 I. C. C. 91, in 
which the Commission said: 


Barton was not named as a destination point in defendants’ 
tariffs. Combination rates made up of a proportional commodity 
rate of $1.69 per net ton to Cincinnati and proportional commodity 
rates of $3.22, $2.76 and $2.42 beyond, were published to Bridgeport, 
Uhrichsville, and New Philadelphia, respectively. A tariff rule pro- 
vided that the rate to any station not indexed (or if indexed, with no 
rate shown thereto), which station is directly between two stations 
to which different rates are named, would be the same as to that 
station to which the higher rate is named. Under this rule, the 
rate in effect to Bridgeport was also applicable to Barton. This was 
a specific commodity rate. Miller & Lux vs. S. P. Co., 102 I. C. C. 
137. Complainant does not question the reasonableness of the com- 
ponent to Cincinnati. The fourth section departures were pro- 
tected by appropriate applications which have been heard, but have 
not yet been acted upon by us. 


However, see Darling & Co. vs. N. Y. C. R. Co., 132 I. C. C. 
568. From the above it is apparent that the application of the 
rate from or to the more distant point has a bearing upon the 
question of whether an intermediate rule is applicable in con- 
nection with the proportional rate. 

Furthermore, a rate to a given point applicable on traffic 
to points beyond that point will not apply under the inter- 
mediate rule at points intermediate thereto where the traffic 
moves locally to the intermediate points, nor will the propor- 
tional rate from a given point apply under an intermediate rule 
on traffic at an intermediate point where the traffic moves locally 
from an intermediate point. 

State Versus Interstate Switching 


Texas.—Question: Will you please be good enough to give 
us the benefit of your advice in connection with the following 
situation? 

Petroleum and petroleum products, in tank cars, are loaded 
at a loading rack served by track owned by the shipper and 
switched by the railroad company from such track to a hold 
track, owned by the railroad company, but under lease to the 
shipper. Subsequently, some of these cars are billed to inter- 
state destinations and others to intrastate destinations. 

Would you consider all of these as intrastate switching 
movements, or would you consider them as interstate switching 
movements on the cars subsequently billed to interstate des- 
tinations, considering the switching service as incident to the 
interstate movement? 

Answer: Where there is an original and continuing inten- 
tion that the goods shall move through from point of origin to 
an interstate destination, the transportation is interstate or for- 
eign commerce in character. 

It is not the method of transportation but the continuity of 
the movement from a point in one state to a point in another 
state which determines whether traffic is interstate. See B. & O. 
S. W. R. Co. vs. Settle, 260 U. S. 166, 43 S. Ct. 28, and Hughes 
Brothers Lumber Co. vs.. Minnesota, 272 U. S. 469, 47 S. Ct. 170. 

Whether the interstate or the intrastate switching charge 
should be assessed on a shipment depends upon whether the 
switching service performed is part of a through movement 
from a point in one state to a point in another state, in which 
event the interstate switching charge applies, or whether it is 
a part of a through movement between two points in the same 
state, in which case the intrastate switching charge applies; or 
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whether the switching movement is a movement separate and 
distinct from the original inbound movement or a subsequent 
outbound movement, in either of which cases the intrastate 
switching charge is applicable. See Armour & Co. vs. G. N. 
Ry. Co., 144 I. C. C. 219; Gwinn, White & Prince Co. vs. N. Y. y 
H. & H. Ry. Co., 112 I. C. C. 707, in which cases the Commissioy 
held that a switching movement preceding or following an inter. 
state line-haul was interstate in character if the switching move. 
ment formed a part of the through transportation. 

In Zelnicker Supply Co. vs. Director General, 53 I. C. ¢. 
700, the Commission held that an intrastate switching charge 
was the applicable charge where a switching movement was 
separate and distinct from the line-haul transportation of the 
shipment. 

It does not appear from your letter that there was a con- 
tinuous movement of the shipments from the loading track 
owned by the shipper to final destination, and therefore the 
intrastate and not the interstate switching rate is applicable. 


Tariff Interpretation—Application of Distance Scale 


Missouri.—Question: With respect to your answer to Mis. 
souri on page 611 of the October 7, 1933, issue of The Traffic 
World, under the above caption: 

The first sentence in Item 410 of Agent Johanson’s Tariff 
I. C. C. No. 2516, reads: “For stations referred to in the follow. 
ing descriptions see Geographical List of Stations on pages 12 to 


Kirkwood is shown on both pages 17 and 27 as taking ter. 
ritorial grouping “A,” which would be contradictory of the 
description of the territorial grouping in Item 410 if your in. 
terpretation were to be taken. The phrase, “from but not 
including St. Louis to Pacific,” is not only inapt but ambiguous, 
inasmuch as it tends to give the reader the idea that all sta- 
tions between St. Louis and Pacific are to be excluded, besides 
giving the correct interpretation (I say correct for reason that 
the carrier has now taken the same viewpoint and honored our 
claim), which is, that St. Louis is to be excluded from the 
application of distance rates. It is necessary to study different 
parts of the tariff before reaching this conclusion and because 
other carriers and shippers may be of the same opinion as you, 
I trust you will remedy your statement. It seems to me that 
Item 410 is unnecessary; that by changing the first sentence 
in this item to “For stations referred to in the following terri- 
torial groupings see Geographical List of Stations on pages 12 
to 36” and placing it at the beginning of Item 400 the afore- 
mentioned Item 410 could be eliminated. Don’t you think so? 

Answer: Upon further consideration, we are of the opinion 
that you are correct in your interpretation of the provisions of 
Agent Johanson’s Tariff I. C. C. No. 2516, to the effect that it 
provides a basis for rates in Item 440 from Jefferson City, Mo., 
to Kirkwood, Mo. The latter point is, as you state, shown as 
taking territorial grouping “A” in the tariff. Furthermore, in 
Item 410 reference is made to a Geographical List of stations 
in the statement reading, ‘For stations referred to in the fol- 
lowing descriptions, see the Geographical List of Stations on 
pages 12 to 36.” 

We agree with you that Item 410 is unnecessary, but if it is 
to be continued in the tariff it should be amended so as to 
clear up the ambiguity which now exists in its application. 

The reference to the Geographical List of Stations could 
be placed in Item 400, as you suggest. 


Tariff Interpretation—Transit—Application of Stop in Transit 
Privilege 


Ohio.—Question: Will you kindly interpret the clause in 
Wabash Freight Tariff No. 0-6942, I. C. C. No. 6700, Items 510, 
515 and 520, regarding the stopping of cars in transit to finish 
loading or partly unload. ? 

You will note that this clause states that the stop-off priv- 
ilege will not be permitted on freight in bulk and refers you 
to the definition of bulk freight in Note 1 of Item 520. The 
definition of freight is as follows: 


Bulk freight includes such commodities as are loose or in mass 
and must be shoveled, scooped or forked in the handling, and that 
which is neither in packages nor in units of sufficient size to admit 
of being readily handled piece by piece. 


Will you kindly advise if it would be permissible under the 
above rule, to ship part of car of bulk loaded in each end of 
the car and securely braced, stopping car off in transit to uD- 
load package goods or would it be permissible under the above 
rules to load each end of the car with package goods and stop 
over in transit to complete loading with bulk freight such as 
grain, lime or other bulk commodities? 

Answer: Item 510 of the tariff to which you refer states 
that the stop-off privilege will not be permitted on freight in 
bulk as described in Note 1 of Item 520. Inasmuch as the 
portion of the shipment to be unloaded is package freight. 
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where the car is loaded with package freight in the center but 
with bulk freight securely braced in each end, we see no reason 
why the tariff will not apply in connection with such a ship- 
ment. 

However, as to a car loaded with package freight in each 
end, the provisions of the tariff, above referred to, preclude 
the stopping of such a car for loading with bulk freight in the 
center of the car. 


Notice of Claim—What Constitutes 


Texas.—Question: Your answer to “Pennsylvania,” on page 
709 of the Traffic World of October 21, under the above caption, 
is not understood. 

You quote paragraph (b) of Section 2 of the Contract Terms 
and Conditions of what carriers refer to as “the old Bill of 
Lading.” 

You then quote the amended Section 20, paragraph 11, of 
the interstate commerce act. The two quotations cannot be 
used together. 

The Uniform Bill of Lading was amended, effective August 
1, 1930, pursuant to the amendment of the Section of the inter- 
state commerce act previously referred to. The Act also became 
effective August 1, 1930. 

Do the changes mentioned alter your answer? 


As we understand the amended interstate commerce act, 
Section 20, paragraph 11, and paragraph (b) Section 2 of the 
Contract Terms and Conditions of the Uniform Bills of Lading, 
they were to provide against inspection reports and notations 
on freight bills being used as sufficient notice of claim. 


In your answer you refer to a notation on a freight Dill. 
Do the cases cited apply to notations on freight bills, covering 
interstate shipments which moved after the amended Act and 
the amended Uniform Bill of Lading became effective? 


Answer: The provision of the bill of lading quoted in our 
answer to which you refer is, as you state, that which was 
carried in the bill of lading prior to the amendment of para- 
graph 11 of Section 20, approved April 23, 1930. We should have 
quoted the revised provision of the bill of lading reading: 


_As a condition precedent to recovery, claims must be filed in 
writing with the receiving or delivering carrier, or carrier issuing 
this bill of lading, or carrier upon whose line the loss, damage, in- 
jury or delay occurred, within nine months after delivery of the 
property * * * or, in case of failure to make delivery, then within 
nine months after a reasonable time for delivery has elapsed; and 
suits shall be instituted against any carrier only within two years 
and one day from the day when notice in writing is given by the 
carrier to the claimant that the carrier has disallowed the claim 
or any part or parts thereof specified in the notice. Where claims 
are not filed or suits are not instituted thereon in accordance with 
the foregoing provisions, no carrier hereunder shall be liable, and 
such claims will not be paid. 


As to your statement that the provisions of paragraph 11 
of Section 20 were amended to provide against reports and 
notations on freight bills, we are not advised. It does not ap- 
pear to us, however, that the changes made in paragraph 11 of 
Section 20 have any bearing on the matter. Our views in the 


.matter are given in our answer to which you refer and the 


answers referred to in the last paragraph thereof. 

None of the cases cited in our answer to Pennsylvania, on 
page 709 of the Oct. 21, 1933, Traffic World, relating to the 
question of whether a notation on a freight bill constitutes a 
claim or a notice of claim were decided subsequent to the last 
amendment of paragraph 11 of Section 20 of the Act, and we 
can locate no cases which were decided since the amendment 
approved April 23, 1930. 


Tariff Interpretation—Carload Versus Less-Than-Carload Ship- 
ment 


a Tennessee.—Question: Please advise if there are any de- 
cisions of the Interstate Commerce Commission covering the 
following situation: ; 

. & bill of lading was issued at Pittsburgh, Pa., covering 4,184 
pieces of steel stampings and 7 boxes steel stampings, consigned 
to Nashville, Tenn. 

__ The shipper ordered a 36 ft. car, which was placed at his 
siding, and the car was sealed by the shipper and delivered to 
the initial carrier without any specific instructions as to whether 
or not the shipment was to be handled as a carload, or con- 
Sidered as a less carload shipment. 

_ The shipment was handled by the carriers as a carload 
shipment, the car being delivered on consignee’s siding at 
Nashville, Tenn., under the original seal. 

_The shipments are not marked as required by the Classifi- 
cation for marking of less than carload package freight, how- 
ever, the classification carries no penalty in the way of 
additional freight charges account of failure to mark less car- 
load freight, 

The actual weight of the shipment was 32,000 pounds, and 


The Traffic World 


PAGE 913 





charges have been assessed on basis of the carload rate and 
minimum weight of 36,000 pounds. 

The charges based on the actual weight and less carload 
rate, amount to $26.80 less than apply as a carload shipment. 

Please advise whether or not, under these circumstances, 
the carriers are compelled to apply the maximum charges ar- 
rived at on basis of the less than carload rate and actual weight, 
or should the carload rate be applied to the carload minimum 
weight. 

Answer: With respect to this question see the decisions of 
the Commission in Smith & Sons vs. Director General, 132 I. C. C.. 
593; Atkins & Co. vs. I. C. R. Co., 152 I. C. C. 599; Peterson 
Const. Co. vs. I. C. R. Co., 160 I. C. C. 178; National Concrete 
M. F. Corp. vs. C. & O. Ry. Co., 165 I. C. C. 185; Belt Line 
Brick Co. vs. I. C. R. Co., 168 I. C. C. 549 and Endicott John- 
son Corp. vs. D. L. & W. 172 I. C. C. 89. 

In Belt Line Brick Co. vs. Ill. Central R. Co., 168 I. C. C. 
549, the Commission, on page 550 said: 


Defendant contends that, even though the shipment was ten- 
dered as less than carload, non-compliance with rule 6 of itself 
made the carload rate applicable and in support thereof cites Passow 
& Sons vs. C. M. & St. P. Ry. Co., 37 I. C. C. 711; Kyle vs. M. K. 
& T. Ry. Co., 42 I. C. C. 335; Zelnicker Supply Co. vs. T. & O. C. 
Ry. Co., 51 I. C. C. 183; Martin vs. P. R. Co., 92 I. C. C. 639; and 
Owosso Mfg. Co. vs. Michigan Central R. Co., 147 I. C. C. 758. Of 
these cases the Kyle case alone supports the principle contended for 
by defendant and that only by reason of the particular language of 
the report, for the bill of lading described the shipment as a ‘“‘car lot’’ 
of household goods. The report further shows that the goods were 
shipped as a carload because the complainant there was advised 
by the agent of the railroad that the charges would be less at the 
ecarload rate and that the goods would be less liable to damage. 
In the other cases non-compliance with rule 6 was considered only 
as a circumstance tending to show that a carload shipment was 
intended by the shipper. See also Allen & Co. vs. Atlantic Coast 
Line R. Co., 151 I. C. C. 225. In none of them was there direct 
evidence that the goods were tendered as a less-than-carload ship- 
ment. In Peterson Const. Co. vs. Minneapolis, S. P. & S. S. M. 
Ry. Co., 160 I. C. C. 178, division 2, stated the rule applicable to a 
shipment similar to that here considered as follows: 

“But the tariffs do not provide that less-than-carload shipments, 
if not marked, shall be charged for as carload shipments. Nor do 
they in fact prescribe any rate penalty for non-compliance with 
rule 6 of the classification. Such non-compliance, therefore, is only 
evidence of an intention on the part of the shipper to make a car- 
load shipment, which must be considered with other revelant facts 
in determining whether carload or less-than-carload service Was 
contracted for.’’ 

As no tariff authority for applying the carload rate and no rate 
penalty for non-compliance with rule 6 has been shown here, we 
see a reason for not applying the rule laid down in the case last 
cited. 


In the case last cited above the Commission held that the 
carload rate was applicable in that the shipment was tendered 
as a carload. 

Your letter refers to the fact that the shipper ordered a 
ear of a certain length, which was placed on his siding; that 
the goods loaded therein were not marked in accordance with 
rule 6 of the classification; that the car was sealed by the ship- 
per and delivered to the initial carrier without specific instruc- 
tions as to whether it was to be handled as a carload or as a 
less-than-carload shipment. 

All of the above facts have been held in the cases cited 
above, to be merely circumstances tending to show that a car- 
load shipment was intended by the carrier. 

In the instant case, in the absence of other facts, it would 
appear that, under the decision of the Commission in Endicott 
Johnson Corporation vs. D. L. & W. R. Co., 172 I. C. C. 89, 
the carload, and not the less-than-carload rate is applicable on 
the shipment, as you have given no facts that would indicate 
that the shipment was tendered as a less-than-carload shipment. 


GLASS CONTAINERS 

Simplified Practice Recommendation R148-33, covering glass 
containers for cottage cheese and sour cream, is now available 
in printed form, according to an announcement by the division 
of simplified practice of the Bureau of Standards of the Depart- 
ment of Commerce. 

This recommendation, which was proposed and developed 
by the industry, is concerned with the base diameter, height of 
bottle, height of finish, cap seat diameter, and over-all diameter 
of finish of roll of bottles, the capacities of which are 8, 12, and 
16 fluid ounces. 

Copies of this recommendation may be obtained from the 
Superintendent of Documents, Government Printing Office, 
Washington, D. C., for 5 cents each. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Doings of the Traffic Clubs 





John T. Sasso, of the Luckenbach Steamship Company, 
whose portrait is presented herewith, was elected president of 
The Traffic Club of Newark at the 
annual meeting held at the Newark 
Athletic Club November 6, succeeding 
Eric E. Ebert. Other officers elected 
are: first vice president, Earl C. Fuller, 
Western Electric Company; second 
vice president, Frank X. Keilt, Lehigh 
Valley Railroad; board of governors, 
Alexander Markowitz, Kresge Depart- 
ment Store, Irwin W. McMullin, Penn- 
sylvania Railroad, and William J. 
Nicoll, Consumers Coal and Storage 
Company. Mr. Ebert was the recipient 
of a silver service from the members 
in appreciation of his services. The 
new president appointed the following 
committee chairmen: auditing, A. Rus- 
sell Miller; educational, Earl C. Fuller, 
entertainment, Sol. V. Rettino; golf, W. 
A. Krahenbuhl; house, William Ruddy; 
meadow development, Howard Reed; 
membership, Harold Mowbray; outing, J. H. Freund; reception, 
Charles L. Wood, speakers and papers, M. H. McEwen; sports, 
Orion L. Chapin; street and highway, Richard A. Regan; trans- 
portation, rail division, Kenneth Bauer; water division, Herbert 
A. Barton; motor truck division, Joseph O’Brien; visiting the 
sick, James G. Smith; publicity, Daniel J. Crecca. A program 
of entertainment followed the business session. 





The Los Angeles Transportation Club held its inaugural 
dinner and a dance at the Hotel Alexandria November 15. 
Frank E. Scott, freight traffic manager, Southern Pacific, was 
master of ceremonies. There was special entertainment and a 
floor show. 





Charles J. Baker, American Smelting and Refining Com- 
pany, spoke on “The Industrial Traffic Department” at the first 
of a series of monthly meetings devoted to educational talks 
of the Metropolitan Traffic Association of New York November 
9. There was an attendance of more than a hundred. Members 
of the Women’s Traffic Club of Greater New York were guests. 
At a meeting November 23, N. J. Edwards, chairman of the club 
traffic committee, will conduct an “open forum.” 





The Wyoming Valley Traffic Club has applied for member- 
ship in the Associated Traffic Clubs of America. 





At a meeting of the Traffic Club of Minneapolis at the 
Nicollet Hotel November 16, Professor Arthur R. Upgren, of 
the Employment Stabilization Research Institute and the School 
of Business Administration, University of Minnesota, was the 
speaker. There was special music. A Saturday evening “frolic,” 
for men only, is planned for November 18. There will be a stage 
show and buffet lunch. 





The Transportation Club of Louisville will hold its annual 
business meeting and election at the Brown Hotel December 5. 
Candidates for president are H. R. Smith, sales manager, 
Louisville Refining Company, and William H. Etzel, traffic 
manager, Louisville Tin and Stove Company. The annual din- 
ner has been set for December 11. 





Members of the Women’s Traffic Club of San Francisco 
were invited to a dinner meeting of the Nomads at the Sir 
Francis Drake Hotel November 15. Winfield M. Thompson, 
field agent, Panama Pacific Line, was the speaker. He displayed 
films taken in the Canal Zone. The regular meeting of the 
club was held at the Western Women’s Club November 16. It 
was a business meeting at which quarterly committee reports 
were submitted and President Morris made a report on the 
Baltimore convention of the Associated Traffic Clubs of America, 
which she attended as a delegate. 





The Pacific Traffic Association was invited to a meeting 
of the Pacific Railway Club at the Palace Hotel, San Francisco, 
November 16. Karl A. Simmon, Pacific coast transportation 


manager, Westinghouse Electric and Manufacturing Company, 
spoke on “High-Speed Rail Transportation,” and Mark Noble, 
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Pullman Car and Manufacturing Company, spoke on “Modery 
Light-Weight High-Speed Rail Cars and Trains.” A model of 
the high-speed train building for the Union Pacific was op 
display. 





A Thanksgiving dinner and evening bridge is scheduled by 
the Traffic Club of Chicago for November 28. There will be 
dancing. 





Harvey C. Couch, chairman of the board of the Louisiang 
and Arkansas and a director of the Reconstruction Finance (Cor. 
poration, will be the speaker at a meeting of the Birmingham 
Traffic and Transportation Club at the Tutwiler Hotel Novem. 
ber 21. 





A dinner dance will be given by the Traffic Club of Tulsa at 
the Mayo Hotel December 5. The new officers will be installed. 





A meeting of the Rail and Water Club of Los Angeles at 
the Hayward Hotel November 6 was devoted to a report on 
the Baltimore convention of the Associated Traffic Clubs of 
America by Frederick Pique, the club’s delegate to the meeting. 





At the weekly luncheon of the Transportation Club of St, 
Paul at the Hotel Lowry November 14, J. Howard Hay, Minne. 
sota State Department of Agriculture commissioner, was the 
speaker. There was entertainment. 





Warren C. Kendall, chairman of the car service division, 
American Railway Association, was the speaker at a luncheon 
of the Washington Transportation Club at the Hotel Raleigh 
November 16. His subject was, “The American Railway Asso- 
ciation in the Nation’s Transportation System.” 





An address on “Mussolini—A Modern Dictator,” was given 
by Benjamin Wolf, local attorney, at a luncheon of the Traffic 
Club of St. Louis at the Jefferson Hotel November 13. 





A noon-day “forum” meeting will be held by the Traffic Club 
of New York at the Commodore Hotel November 21. M. J. 
Gormley, president of the American Railway Association, will 
be the speaker. 





The eleventh annual dinner of the Transportation Club of 
Evansville was held at the Hotel McCurdy November 15. W. J. 
Stevenson, general solicitor, Nickel Plate, was the speaker. A. 
B. Chandler, lieutenant governor of Kentucky, was the toast- 
master and Mayor Frank W. Griese gave the address of wel- 
come. Music and vaudeville were on the program. 





Orion L. Chapin, assistant general traffic manager of the 
Thomas A. Edison Industries, West Orange, N. J., was elected 
chairman of the board of governors of The Traffic Club of 
Newark at a meeting November 14 in the Newark Athletic Club. 
William W. Pierce was reappointed executive secretary. The 
board authorized the holding of a Christmas party in December 
on a date to be announced later. Plans for increasing the mem- 
bership were discussed and a budget committee appointed, with 
Ira W. MacMullin as chairman. The next meeting of the club 
will be at the Chamber of Commerce building December 4. 





The Traffic Club of Kansas City has withdrawn from mem: 
bership in the Associated Traffic Clubs of America. 





The Transportation Club of Des Moines will hold a dinner 
meeting at the Chamberlain Hotel November 20. The Rev. 
Charles J. Dutton, of the Unitarian Church, will speak on “Con- 
ditions as I Found Them in Forty Eastern Cities.” There will 
be entertainment. 

An elaborate program of entertainment is promised for the 
tenth semi-annual dinner dance of the Motor City Traffic Club 
of Detroit at the Hotel Fort Shelby November 25. 





The New Britain Chamber of Commerce Traffic Bureau will 
hold its annual dinner December 7. The speakers will be J. E. 
Andrew, president, Wallace Barnes Company, Bristol, Conn.; 
D. T. Lawrence, chairman, Official Classification Committee, and 
Reverend John Nicol Mark. 





The monthly meeting of the Traffic Study Club of Akron 
will be held at the Mayflower Hotel November 20. The story 
of the new Ohio Highway Patrol will be told by O. W. Merrill. 
state director of highways, and Captain Lynn Black, of the 
Ohio Highway Patrol. Members of the Akron Motor Transport 
Association, the transportation committee of the Akron Chambét 
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Great Southwest, on a basis of equal 


rights to all and special privilege to none. 


A large steel distributor on seeking a 
site for the erection of his warehouse 
merely said: ‘Put me on the same rail- 
road within the same switching zone as 


my competitor and I will do the rest.” 


All any shipper wants is the same fair 
treatment as is given his competitor. 
This is offered every shipper moving 
freight through the Port of 


HOUSTON 


J. Russell Wait 


Director of the Port 
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of Commerce, and the Akron chapter of the Ohio Highway Users 
Federation have been invited to attend. 





Warren C. Kendall, chairman of the car service division of 
the American Railway Association, was the guest speaker at a 
juncheon of the Washington Transportation Club, at the Hotel 
Raleigh, on November 16. He spoke on the subject of “The 
American Railway Association in the Nation’s Transportation 
System.” 





Members and guests of the Rail and Water Club of Los 
Angeles heard a talk about south and west Africa by Mr. W. M. 
Pedder, traffic manager of the Ducommun Corporation, at a meet- 
ing November 13. Interesting historical spots were described 
and a number of African hand-made souvenirs were displayed, 





Personal Notes 





H. D. Brown, superintendent of the Aurora division of the 
Burlington, died at his home in Chicago November 12. 

George T. Bell, formerly executive assistant to the traffic 
vice-president, Canadian National, died in Montreal November 
12. He was seventy-two years old. 

George G. Roddy, vice-president and general manager, Inter- 
lake Terminals, is in charge of a newly opened eastern office 
of the company in New York. 

Herman Mueller, past president of the National Industrial 
Traffic League and until recently traffic director of the St. Paul 


’ Association of Commerce, has been made executive director of 


the Upper Mississippi Waterway Association, succeeding A. C. 
Wiprud, who has been appointed special assistant to the U. S. 
Attorney General, in charge of legal proceedings growing out 
of the construction of a nine-foot channel in the upper Missis- 
sippi. Mr. Mueller will continue as secretary of the Port Author- 
ity of St. Paul. 

W. H. McAmis has been appointed mechanical superintend- 
ent, Missouri Pacific, with headquarters at St. Louis. 

The following have been elected to the board of the Amer- 
ican Railway Association for the term expiring November, 1936; 
J. M. Davis, president, D. L. & W.; C. H. Ewing, president, 
Reading and the Central of New Jersey; Percy R. Todd, presi- 
dent, Bangor and Aroostook; W. R. Cole, president, LL. & N.; 
L. R. Powell, Jr., receiver, Seaboard Air Line; Charles Donnelly, 
president, Northern Pacific; Carl R. Gray, president, Union 
Pacific. George LeBoutiller, vice-president, Pennsylvania; Ralph 
Budd, president, Burlington, and Daniel Upthegrove, president, 
St. Louis Southwestern, have been elected to the committee on 
nominations. 


CENTRAL WESTERN BOARD 


Officers of the Central Western Shippers’ Advisory Board 
expect that the twenty-ninth regular meeting of the organiza- 
tion will prove one of the most interesting ever held. It is 
scheduled for December 14, at the Elks’ Club, Pocatello, Idaho. 
A number of matters of current interest in the transportation 
world are to be discussed, in addition to the regular business 
of the board of summarizing the territorial business and rail- 
road plans for the first quarter of next year through reports of 
commodity committees and of railroad representatives. 

The tentative program lists coordination of transportation, 
the recent questionnaire of Coordinator Eastman, seeking the 
views of the public on transportation legislation, particularly 
with respect to regulation of competing forms of transportation, 
and a number of other subjects as among matters to be con- 
sidered on the floor. Under coordination of transportation there 
will be discussion of the activities of Coordinator Eastman, the 
highway transportation code, as it affects shippers, and as related 
to coordination of all transportation agencies. Changes in pack- 
ing requirements contained in Consolidated Freight Classifica- 
tion No. 8 are on the docket, and R. E. Shepherd, chairman of 
the agricultural council of the board will have charge of a 
discussion of plans for financing agriculture through the farm 
credit administration. 

Committee meetings will be held the evening of December 
13 and a luncheon at the Hotel Bannock will be given the day 
of the board meeting. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date, 
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Work of the Traffic Man 


If time is worth money to you— 
you should be a subscriber to 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Because the DAILY reduces to a minimum 
the valuable time between the taking of any 
action by the Commission, the Shipping 
Board Bureau, shippers or carriers, and the 
delivery of full information into your hands. 
That is why so many railroad and industrial 
traffic men are regular DAILY subscribers. 


They know they can depend on the DAILY 
to bring them first news of the decisions and 
proposed reports in which they have a 
special interest. They know it will keep 
them in touch with the hearings in important 
cases—just as ifthey had their own represent- 
ative at the Commission, or Shipping Board 
Bureau, or at meetings elsewhere, to keep 
them posted. 


They know too, that when they want a copy 
of a decision or report, or detailed informa- 
tion about any rate matter or proceeding, 
they can write or wire our Special Service 
Department—and get it quickly. 


The DAILY service is the busy traffic man’s 
right hand man. It is the ideal combination 
of a prompt, all-inclusive news service and 
& complete group of personal, intelligent 
traffic services. Ask any subscriber, and he 
will tell you that it takes the place of an 
expert traffic assistant at a fraction of the 
expense. 


The cost is reasonable because it is spread 
over a large number of organizations whose 
service requests are ‘grouped’ to minimize 
expense. 


Ask us to place your name on the DAILY 
mailing list for two weeks, without obliga- 
tion, and to send you complete information 
about the special services which are in- 
cluded with every subscription. 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Published by 


The Traffic Service Corporation 


418 South Market Street 


WELL organized, up-to-date traffic department that keeps 
abreast of the times is never a liability, in the opinion 
of B. F. Curtis, traffic manager, Norton and Company, manu- 
facturer of grinding wheels and 
grinding machinery, with its main 
plant at Worcester, Mass. Even in 
dull years, he says, it should be able 
to save its company from three to 
four times the cost of operating the 
department. 

The time honored phrase, “It’s 
an ill wind that blows nobody good,” 
he says, finds its application in 
years of vicissitude and trial such 
as have been the common lot re. 
cently. The traffic manager, along 
with other business executives, has 
not only had the time but has been 
under compulsion to check his pro- 
cedure and realign “system” to keep 
step with changes in transportation 
and methods of doing business. 

Production, sales, and traffic are 

so closely allied that only the closest cooperation among these 
three arms of any large industry will insure the success of 
that industry in times such as the present, he points out. 

Mr. Curtis finds a parallel, so far as the difficulties faced 
by the traffic manager are concerned, between present-day con- 
ditions and those that obtained at the time of the world war. 
Then, he says, as now, there was a real opportunity for the 
alert, up-to-the-minute traffic manager to demonstrate his worth. 

“A company might produce a million dollars’ worth of 
merchandise in a week but, if the merchandise could not be 
moved,:it had little value,” he points out. “It was then that 
a broad acquaintance among railroad officials and an intimate 
knowledge of operating difficulties, routes, and other details 
that are a part of the daily routine of the traffic manager 
were of truly inestimable value to his employer. With gate- 
ways closed for as much as thirty days at a time and enor- 
mous car shortages, our own plants were never shut down 
for lack of materials, and we moved hundreds of cars a month 
—all this despite the fact one of our plants was some 2,000 
miles from the main office. 


“As one traffic manager put it: ‘It was a great fight just 
to keep the plants in operation.’ ”’ 

His own company, even under the vastly altered conditions 
of today, has made it a policy to patronize the railroads to the 
fullest possible extent, he says, as its trade is so diversified 
that it has a clear realization of its absolute dependence on 
them. None the less, he says, no traffic manager with a proper 
regard for the interests of his employer, and in a position to 
use highway services available today, could ignore the recent 
developments both in the form of highway transportation and 
that of the waterway carriers. 

Lake and rail services, and the advantage of free pick-up 
and delivery of the highway carriers are “all important’ to 
the traffic manager seeking to obtain the best service available 
at the lowest cost, he says. Moreover, in his own business, 
he finds that there are large savings to be made out of reduced 
packing expense, when using the highway carriers. 

In general, he presents his view of the main elements in 
the job of the traffic man in a few compact paragraphs as 
follows: 


“The traffic manager’s job starts when the order is received 
at the factory. It is up to him to arrange for economies and 
the elimination of all possible waste in handling, packing, load- 
ing, as well as in routing and forwarding. Our own experience 
has demonstrated a saving of as much as $150,000 a year through 
the establishment of warehouses in principal cities, to which 
we ship in carload quantities and from which we distribute in 
smaller lots. In addition to this direct financial saving, there 
are many intangible advantages that spring from combining our 
warehouses and sales agencies at these points, making for the 
closest cooperation between the sales and traffic forces and 
consequent superior service to customers and increased sales. 

“In our own case, no little study has been necessary to estab- 
lish and perfect a checking system that would take care of 2,000 
pieces a day without error. Another phase of the work that, 
in my opinion, receives too little attention is that of classifica- 








"Tor VTaocorn aor rro ane 








—_ 1 
November 18, 1933 The Traffic World PAGE 919 








Lackawanna freight moves fast and on schedules as dependable 
as those of its crack passenger fliers., Two points vital to the 
- For Speed ® shipper whether his goods are perishable or not. He can 
depend upon Lackawanna service to deliver his shipments at 

and the point of demand in the shortest possible time. 
The modern speedster, pictured above, is one of the reasons. 
— Only such titans of power and speed...costly as they are...are 
Dependability good enough to meet the exacting demands of the Lackawanna’s 
superb freight service. Satisfied shippers will give you addi- 
tional reasons why they have always preferred the Lackawanna. 
















‘Lackawanna | 
Railroad 





If You Think Your Rates Are Improperly Adjusted 


You should first approach the carrier with a carefully considered and comprehensively prepared 
proposition showing why the existing rates are unreasonable, discriminatory, or prejudicial. 





Where one or more of these elements are involved, if the shipper sets forth the facts in a clear 
and convincing manner instead of merely asserting that his rates are out of line and demanding 
readjustment, he saves time and money and is usually far more successful in obtaining a read- 
justment of his rates. 






Proceedings before the Commission are at best slow and expensive, and many are inclined to 
put up with unfair rates rather than become involved in such proceedings. Furthermore, this 
method of obtaining results does not make for cooperation between carriers and shippers. 






The Traffic Service Corporation will assist your traffic manager or counsel in making a thor- 
ough analysis of a rate adjustment, setting up the data in a clear and comprehensive manner. 
If the plan of first presenting your case to the carrier does not bring results, the analysis and 
exhibits that have been prepared can readily be used in presenting the matter to the Commission. 


THE TRAFFIC SERVICE CORPORATION 


**At Your Service”’ 









210 Mills Bldg. Washington, D. C. 
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As Business Improves 
KEEP DISTRIBUTION COSTS 


ITH business generally moving upward 

. with the government's three-billion- 

dollar public works program exerting a lift 
. with new jobs created and new purchas- 
ing power in action, the volume of goods mov- 
ing from producer to consumer is increasing. 


But beware of increased distribution costs— 
in serving these suddenly-created markets! 


You don’t need to establish branch ware- 
houses to serve new territory. With the 
A.W. A. Plan, you can have all the advantages 
of expert branch house organization— yet con- 
fine your expenses to the actual volume of 
goods moving. 


A.W. A. Warehouses, located in 189 prin- 
cipal cities, will store and handle your goods 
just as your own branch warehouses would do. 
All the usual warehouse functions —storage, 
repacking, rebilling, carloading and trucking— 
will be performed by experienced help. Your 
sales agency will be relieved of the responsibil- 
ity of supervision over clerical and laboring help 
. . . permitting your branch manager and his 
sales staff to concentrate on their proper duty 


—SELLING YOUR GOODS! 


You have no lease, no labor pay-roll, no ex- 
penses beyond those of handling goods which 
actually move! Your costs are based on the 
number of units of your goods that are handled. 
You pay on a “‘piece work basis’’ for goods 
actually stored or distributed. Such flexibility in 
controlling costs enables you to make important 
savings ; and relieves you from the enormous cost 
of a fixed, inflexible branch house overhead. 


Full details of the A. W. A. 
Plan of Distribution are con- 
tained in our 32-page booklet, 
sent free on request. Write 
today for your copy. 


AMERICAN WAREHOUSEMEN’S 


ASSOCIATION 
2078 Adams-Franklin Building, Chicago, Ill. 
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tion. The railroad classification committees virtually have the 
power to change the commercial map of the country. A single 
reduction in classification may mean a saving in transportation 
charges of $100,000 a year.” 

But, as in other lines of human activity, successful conduct 
of an industrial traffic department remains as much an art 
as a science, and requires much the same qualifications. The 
traffic manager should attend traffic and transportation meetings 
and extend his acquaintance among the fraternity as widely as 
possible. Many a freight rate has been made on the golf course 
with a driver or midiron, he says. 


Docket of the Commission 


NOTE—items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic Worid. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


November 20—Argument at Washington, D. C.: 
19571 and Sub. 1—Commercial Club of Fargo, N. D., et al. vs. A. 
& W. Ry. et al. 
25254 (and Sub. 1)—Chamber of Commerce of Fargo, N. D., et al. 
va. A.C. & FY. By. Ot al. 
November 20—Washington, D. C.—Examiner Hosmer: 
= the matter of divisions of joint class rates in official ter- 
ritory. 
26141—Chesapeake Western Ry. vs. A. C. & Y. Ry. et al. 
November 20—Santa Fe, N. M.—Commissioner Aitchison: 
26168—Alamo Coal Co. et al. vs. A. T. & S. F. Ry. et al. 
November 20—Chicago, Ill.—Examiner Disque: 
1. & S. 3921—Paper and pulpboard between C. F. A. and Wis. pts. 
November 21—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 15261—Filed by Mo. Pac. R. R., for 
itself, and in behalf of I. C. R. R., L. & A. Ry., N. O. T. & M. 
na. 2«. &A. Oo. BB. T. & PB. Ry. and y. & Mm. VY. RB. R. 


November 21—San Francisco, Calif.—Examiner Stiles: 
26158—Nuckolls Packing Co. vs. A. T. & S. F. Ry. et al. 
23604—St. Louis Independent Packing Co. vs. A. T. & S. F. Ry. 
et al. (and cases grouped therewith). 
a Packing & Provision Co. et al. vs. A. T. & S. F. 
y. et al. 

November 21—Argument at Washington, D. C.: 

25407 (and Sub. 1)—Reed & Wheelock vs. C. BR. & Q. R. R. 
25669—Northwestern Marble Corp. vs. C. M. & St. P. Ry. et al. 

* Pennsylvania R. R.-G. T. Ry. Sys. and Erie R. R. Store-Door 
Delivery. (This has no number. It is petition for suspension 
and investigation of Pa. R. R. Co.’s Collection and Delivery Tariff 
and similar tariffs filed by the G. T. Ry. and Erie R. R.) 


November 21—Memphis, Tenn.—Examiner Mattingly: 
23606—Memphis Freight Bureau for Binswanger & Co. et al. vs. 
Louisiana Railway & Navigation Co. et al. (further hearing). 

November 21—Washington, D. C.—Examiners Fuller and Peyser: 
17000—part 4-A—Rates on refined petroleum products from, to and 
between points in the southwest. (Petition of respondents for 
reconsideration and modification of finding and order.) 

Fourth Section Application Nos 14476, 14970 and 15265 filed by F. A. 

Leland and 15243 filed by E. B. Boyd. 
November 21—Washington, D. C.—Examiner McGrath: 

15007, and Sub. 1—Pittsburgh Coal Producers’ Assn. et al. vs. A. C. 
& I. et al. (Lake Cargo Coal Rates, 1925.) (Supplemental peti- 
tion of defendants assigned for hearing as to whether or not it 
should be granted.) 

November 21—Washington, D. C.—Examiner Kephart: 

Valuation No. 1189—In re tentative valuation of the property of 

N. Y. Dock Ry. (Further hearing.) 
November 22—Argument at Washington, D. C.: 

25625—Fred W. Roedter vs. C. & N. W. Ry. 

25777—J. T. Baker Chemical Co. vs. L. V. R. R. et al. 

25784—-Selby Shoe Co. vs. B. & O. R. R. 


November 22—Washington, D. C.—Examiner Sullivan: ; 
* Finance No. 10197—Application B. & O. R. R. for authority to ac- 
quire properties, rights and franchises of the Coal & Coke Ry. 


November 22—Washington, D. C.—Examiner Shinn: 
Fourth Section App. No. 14500, filed by Agent Fonda. 
Fourth Section App. No. 14739, filed by Agent Fonda. 
ww 22—Traverse City, Mich.—Michigan Public Utilities Com- 
mission: 
Finance No. 10098—Application Manistee & Northeastern Ry. for 
permission to abandon its line between Kaleva and Solon, Mich. 


November 23—Washington, D. C.—Examiner Lawton: 
—- Section Applications Nos. 14986 et al.—Petroleum and its 
products. 
Fourth Section App. No. 15242, filed by Agent Boyd. 
November 23—Argument at Washington, D. C.: 
25545—In the matter of application of Union Belt of Detroit, Wa- 
bash Railway Co., Walter S. Franklin and Frank C. Nicodemus, 
Jr., receivers, Pere Marquette Ry., and Pa. R. R. 
25439—Detroit Harbor Terminals, Inc., vs. P. M. Ry. et al. 
25617—Calliari Bros. vs. A. A. R. R. et al. 
November 23—Albuquerque, N. M.—Commissioner Aitchison: 
yen Oil & Gasoline Co. Inc., vs. A. T. & S. F. 
et al. 
November 23—Richmond, Va.—Examiner Berry: 
26161—Bedford Pulp & Paper Co. vs. Bush Term. R. R. et al. 
November 23—Vicksburg, Miss.—Examiner Davis: : 
Finance No. 10134—Application Vicksburg Bridge & Terminal Co. 
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EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 
in 


The Traffic Bulletin 


The Information Regularly Carried in This 


Publication Includes the Following: 


© 


aonnaark WON = 
. 2 =a Se Se 


Central Freight Association Docket 

Central Freight Association Hearings 

Central Freight Association Coal, Coke & Iron Ore Docket 
Eastern Commodity Rate Revision Committee Hearings 
Illinois Freight Association Docket 

National Diversion and Reconsignment Committee Hearings 
National Perishable Freight Committee Docket 

New England Freight Association Docket 

New England Freight Association Hearings 

Southern Freight Association Docket 

Southern Freight Association Dispositions 

Southern Freight Association Coal & Coke Committee Docket 
Southern Ports Foreign Freight Committee Docket 
Southwestern Freight Bureau Docket 

Southwestern Freight Bureau Hearings 

Texas-Louisiana Tariff Bureau Docket 

Transcontinental Freight Bureau Applications 
Transcontinental Freight Bureau Dispositions 

Trunk Line Association Docket 

Trunk Line Association Hearings 

Trunk Line Coal & Coke Committee Docket 

Trunk Line Coal & Coke Committee Hearings 

Western Trunk Line Docket 

Western Trunk Line Hearings 

Western Trunk Line Dispositions 

Joint Hearings of Rate Committees 

Fourth Section Applications 

Fourth Section Orders 

Sixth Section Applications 

Sixth Section Permissions 

New Tariffs and Supplements Filed with the I. C. C. 
Tariffs Rejected by the I. C. C. 

Investigation and Suspension Orders 

Suspension Orders Vacated 

Released Rate Orders 

Express Tariffs Filed with the I. C. C. 

Shipping Board Bureau Tariffs—Intercoastal 

Shipping Board Bureau Tariffs—Other than Intercoastal 
Shipping Board Bureau Short Notice Applications 
Shipping Board Bureau Short Notice Permissions 
Shipping Board Bureau Suspension Orders 

Shipping Board Bureau Orders Vacating Suspension 
Tariffs Returned by the Shipping Board Bureau 
Consolidated Classification Docket 

Express Classification Docket 

Adoption Notices 

Address of Railroads and Steamship Lines Filing First Tariff 


- Embargo Notices, Modifications and Cancellations 


Steamship Sailings 


The Traffic World 


ITS A LONG WAY 
TO THE ORIENT 


Why make it longer by shipping over the longest route? 
Ship over the short route VIA SEATTLE to save time 
for Oriental customers. They'll appreciate your inter- 
est and you'll find it easier with less detail in routing. 
Simply specify “VIA SEATTLE” on merchandise 
bound for any point in the Orient. 


The Port of Seattle is one of the most modern ports 
in the world. Write for illustrated book describ- 
ing port facilities and phenomenal growth in tonnage. 
Bell Street Terminal, Seattle, U. S. A. 


When Buyers 
Run Short 


isn’t it a wonderful satisfaction to be 
able to assure them immediate deliveries 
of the merchandise needed? What an 
encouragement to your salesmen; what 
a boon to buyers; what a good will 
builder for your organization! 


You can always be in this position by 
maintaining spot stocks of merchandise 
in Crooks Terminal Warehouses. We 
receive, check, store, deliver and reship, 
collect, report, take orders. Inquiries 
invited, without obligation. 


CROOKS TERMINAL 
WAREHOUSES 
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CHICAGO KANSAS CITY 
417-437 W. Harrison St. 1100-1112 Union Ave. 
429-449 W. ag 4 a 1201-1213 Union Ave. 
5801-5967 W. h St. 1411-1417 St. Louls Ave. 


LOS ANGELES 
Ninth and Alameda Streets 


operati 
Overland Terminal Werchouse Co. 


Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 
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STARRETT LEHIGH 
BUILDING 


Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 60] West 26th Street 
Telephone: CHickering 4-0297 
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for authority to operate a steam railroad over the applicants 
oe ae approaches thereto between Delta, La., and Vicks. 
urg, Miss. 


November 24—Argument at Washington, D. C.: 
25413—-Skelly Oil Co. vs. A. & S. Ry. et al. 


November 25—Argument at Washington, D. C.: 
wwe Watkins Co. vs. C. B. & Q. R. R. 
c. 3880—Allowance for switching at Metropolis, Ill. 
Pdind 3 25—Lynchburg, Va.—Examiner Berry: 
26062—Traffic Bureau-Lynchburg Chamber of Commerce for Burrugs 
Land & Lumber Co. vs. N. & W. Ry. et al. 


November 27—Shreveport, La.—Examiner Mattingly: 
26181—Louisiana Oil Refining Corp. vs. G. C. & S. F. Ry. et al. 


November 27—Los Angeles, Calif.—Examiner Stiles: 
26158—Nuckolls Packing Co. vs. A. T. & S. F. Ry. et al. 
23604—-St. Louis Independent Packing Co. vs. A. T. & S. F. Ry, 

et al. (and cases grouped therewith). 
<< 7 tom Packing & Provision Co. et al. vs. A. T. & SF 
y. et al. 


November 27—Clovis, N. M.—Commissioner Aitchison: 
ov" annie Chamber of Commerce et al. vs. A. T. & S. F. Ry, 
et al. 


November 27—Greensboro, N. C.—Examiner Berry: 
26214—Dudley Shoals Cotton Mills Co. et al. py B. & O. R. R. et al, 


November 27—Argument at Washington, D. - 

Finance No. 10094—Tennessee, Kentucky & _— me. RR. 
donment. 

* Finance No. 9731—C. M. St. P. & P. R. R. Abandonment. 
November 28—Washington, D. C.—Examiner Glover: 

Fourth Section Applications Nos. 14980, 15123 and 15204—filed by 
Agent Curlett—Livestock in T. L. Territory—Iron and steel rails 
and crossties from Pa. and W. Va.—Import sugar from Baltimore 
to Hershey, Pa. 

Fourth Section ee No. 15141—Livestock from Va., Tenn., 
and N. C.—filed by J. E. Tilford, agent. 


November 28—Columbia, 's. C.—Examiner Berry: 
26150—Tilghman Lumber Corp. vs. A. C. L. R. R. et al. 


Aban.- 


| November 29—Atlanta, Ga.—Examiner Berry: 


23504—International Agricultural Corp. et al. vs. C. & I. M. Ry. et al, 

25239—International Agricultural Corp. et al. vs. C. & N. W. Ry. 
et al. (further hearing, for purpose of affording complainants an 
opportunity to offer _—< in respect of shipments made the pay- 
ing and bearing of charges thereon and to determine the amount 
of reparation due complainants under findings in this case). 


November 29—Dallas, Tex.—Examiner Mattingly: 
Il. & S. 3917—Tin plate from C. F. A. points to Texas. 


December 1—Ft. Worth, Tex. —Examiner Mattingly: 
26100—Burrus Mill & Elevator Co. vs. T. & P. Ry. 


December 1—Atlanta, Ga.—Examiner Berry: 
26137 and Sub. 1—F. F. Attaway, doing business under the trade 
name of Atlanta Tile & Marble Co., vs. Southern Ry. et al. 
26197—Georgia Veneer & Package Agency vs. A. C. L. R. R. et al. 


December 2—Topeka, Kans.—Examiner Disque: 
26153—State Business Manager et al. vs. A. T. & S. F. Ry. et al. 
December 4—Burlington, Vt.—Examiner Wilbur: 
26207—-Eastern Magnesia Tale Co., Inc., vs. A. & W. Ry. et al. 
December 4—Amarillo, Tex.—Examiner Mattingly: 
26151—Harvest Queen Mill & Elevator Co., H. 
Receiver, vs. A. T. & S. F. Ry. et al 
December 4—Washington, D. C.—Examiner Archer: 
25750—D. L. & W. Coal Co. vs. C. R. R. of N. J. et al. 


December 4—Jacksonville, Fla.—Examiner Berry: 
24011—Columbus Brick & Tile Co. vs. A. B. & C. 
(further hearing, for purpose of affording complainant an oppor- 
tunity to offer proof in respect of shipments made, the paying and 
bearing of charges thereon and to determine the amount of repara- 
tion due complainant under the findings in this case). 


G. Stinnett, Jr, 


R. R. et al. 


ATTORNEYS AT LAW | 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer te Keene & Ames 


Fermerly Attorney and Examiner 
Interstate Commerce Commissien 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 


Southern Building 


WASHINGTON, D. C. 
Oklahema City Office, Petroleum Bidg. 
Tulsa, Okla., 1503 E. 27th St. 


PAYSOFF TINKOFF 


ce ae 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 


INTERSTATE somber and FEDERAL TAXES? 
1721 Morton or 7 ¥- Washingten st. 
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HARTMAN’S WESTERN FREIGHT RATES 


Classes, Exceptions and Percentages 


Between Stations in Trunk Line, Central Freight and 
Western Trunk Territories and Destinations in Official, 
Western and Southern Classification Territories. 


$30.00 a year. 
Sent on Approval 732 Federal St., Chicago 


BUFFALO, N. Y. 
LARKIN TERMINAL WAREHOUSE 
Buffalo's most modern warehouse. We 
store, distribute and forward general 
merchandise. Lowest Buffalo insurance 

Y annually. We guide you step by step— 

furnish all text material, including four- 
teen-volume Law Library. Degree of LL. B. conferred. 
Low cost, easy terms. Get our valuable 64-page “Law 
Training for Leadership” and “Evidence” books free. 
Send for them NOW. 


LASALLE EXTENSION UNIVERSITY 


and New York Central Railroad. 
Dept. 1195-L Chicago, III. 


Seeeeeeeeseseeceasese, 


envscccscccscsessseusssess 





Letthttt Co ine. 


J. E. Wilson, Vice-Pres. 


STUDY AT 
HOME 


Be independent. Earn $3,000 to $10,000 





A’?M A PACKING and 
» SHIPPING SPECIALIST 


Here’s proof that my pre- 
scriptions save money 


“'PHIS booklet, My STRAP-BOOK, shows ‘before and 
after photos’ of numerous cases which | have taken care 

of. It also shows my container clinic where | diagnose diffi- 
cult cases—and explains my famous Stee’! p treatment, 
used daily by thousands of manufacturersin all lines of busi- 
ness to protect their merchandise against shipping sickness. 


The fine part of this Steelstrap treatment of mine is that it 
is not only painless but pleasant to take, because savings 
in container and freight costs more than offset the ense 
of —_> You need a copy of My STRAP-BOOK in 
4H your shipping department—for what it will save you in 

money and trouble. Write for it today. No obligation.” 


DOC. Steelstrap 


ACME STEEL COMPANY 
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TRAFFIC MANAGERS 


T. J. McLAUGHLIN Traffic 
TRAFFIC COUNSELOR 
Interstate Commerce and State Cemmission Cases and 
Commerce 


Departmental Service 
Specialists 







713 Mills Bldg. 
WASHINGTON, D. C. 








HENRY J. SAUNDERS 


CONSULTING ENGINEER 
Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidatieons and Valuatiens 
643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


Peer eeccececsscesesssesesecesseceesesesecesssesacsesses 
TTT T TTT 
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CALMAR LINE 


INTERCOASTAL SERVICE 


WESTBOUND SCHEDULE 

















ARRIVES 

Alameda 
Phila- Los San akla t Seattle 
delphia | Angeles |Francisco Me eee Portland | Tacoma 








Sailed | Sailed | Nov. 23] Nov. 27] Nov. 29] Dec. 3] Dec. 6 
Dec. 6] Dec. 10] Dec. 13 


PORTMAR - 13] Dec. 17] Dec. 20 
PENNMAR - 27] Dec. 31] Jan. 3 
TEXMAR - 3] Jan. 7] Jan. 10 
CALMAR - 10] Jan. 14] Jan. 17 


- 24] Jan. 28) Jan. 31 


OAKMAR - 31] Feb. 4] Feb. 7 






STEAMER 





YORKMAR 
OAKMAR 
ALA 





PORTMAR 


tCargo from Portland will be loaded on vessels westbound voyage as per 
above schedule. 


Subject to change and/or cancellation without notice as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


EASTBOUND LOADING AND DISCHARGING PIERS 
PACIFIC COAST ATLANTIC COAST 


ILL reg eng A sp Terminal NEW YORK—Pler 40—North River 


T Port 
SAD eaanemeb te an PHILADELPHIA—Pier 98 South Wharves 
OAKLAND—Howard Terminal BALT - P 
ALAMEDA—Encinal Terminal LTIMORE—Pter 7 Fert Covington 


LOS ANGELES—Berth 145 Wilmington 


BOUGHT 
SOMETHING 


From the Orient—if you had customers 

waiting for that merchandise to arrive—it 
would please you to know that your Ori- 
ental shipper had sent your merchandise 
the shortest way. When you are in doubt 
about how to ship merchandise to the Orient, 
just reverse the above principle and SHIP 
TO ORIENTAL PORTS VIA SEATTLE 
AND THE AMERICAN MAIL LINE TO 
SAVE TIME. 


An American Mail Line President Liner sails 


from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Schedules reg- 


ular as clockwork. Service augmented by fleet 
of fast cargo liners to ports of Japan, China and 
the Philippines. Depend on the American Mail 
Line. 

For information, apply desk No. 6 


21 West Street. ccccsccccceveces New York 
1714 Dime Bank Bldg Detroit 
110 So. Dearborn St 

Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building........-sseeees Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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December 4—New York, N. Y.—Examiner Wilbur: 

1. & S. 3923—Benzol between Michigan and Ohio. 

December 4—Washington, D. C.—Examiner Curtis: 

25094—-Seaboard Air Line Ry. vs, Carolina & Northwestern Ry. et al. 
(Further hearing.) 

December 4—New York, N. Y.—Examiner Wilbur: 

22476—H. B. Smith Co. vs. N. Y. N. H. & H. R. R. et al. (Further 
hearing, for purpose of determining amount of reparation due com- 
plainant under the findings in this case- 

December 4—Pittsburgh, Pa.—Examiner Johnson: 

26122—Iron City Produce Co., Inc., vs. A. C. L. R. R. et al. 

26187—Gypsy Oil Co. vs. C. & N W. Ry. et al. 

December 4—Denver, Colo.—Commissioner Aitchison : 

* Finance No. 9135—Colorado & Southern Ry. et al. 
(Rehearing. ) 

December 4—Galesburg, IIl.—Illinois Commerce Commission: 

* Finance No, 10118—Application C. B. & Q. R. R. for permission to 
abandon a portion of its branch line of railroad between Gales- 
burg and Fairview, II. 

December 5—Hot Springs, Ark.—Examiner Disque: 

25390—Abilene & Southern Ry. et al. vs. A. C. & Y. Ry. et al. 

25692 —_ Sub. 1—Abilene & Southern Ry. et al. vs. A. C. & Y. Ry. 
et al. 

December 5—Washington, D. C.—Examiner Lawton: 

Fourth Section Applications No. 15200, 15197, 15198 and 15199—An- 
thracite coal to Boston and other New England points—Anthra- 
cite coal to points in New England. 

Fourth Section Application No. 15277—Filed by B. & A. R. R. and 
B. & M. R. R. for themselves and on behalf of L. V. R. R. 


December 5—Washington, D. C.—Examiner Boat: 

Fourth Section Application 13470 et al.—Rates from, to, and be- 
tween points in southern territory, and petition of J. E. Tilford, 
Agt., dated July 27, 1933, on behalf of respondents and defendants 
in Rates on Bristol and Norton Lines of N. & W., 192 I. Cc. C. 
315. (hearing or further hearing, as case may be.) 


meee 4 5—Richmond, Va.—State Corporation Commission of Vir- 
ginia: 
Finance No. 10112—Application C. & O. Ry. for permission to 
abandon its Craig Valley Branch, extending from Eagle Mountain 
to Newcastle, in Botetourt and Craig Counties, Va. 


December 5—Oklahoma City, Okla.—Corporation Commission of Okla- 
homa: 
Finance No. 10149—Application A. T. & S. F. Ry. for. permission to 
abandon its line between Seward and Cashion, Okla. 
December 5—New York, N. Y.—Examiner Wilbur: 
—— Co., Inc., of New York et al: vs. C. R. R. of N, J. 
et al. 
December 5—Portland, Me.—Examiner Sullivan: 
* Finance No. 10192—Application of Me. Cent. R. R. for authority to 
issue, sell, exchange, use, or dispose of certain securities. 
* Finance No. 10193—Application of Me. Cent. R. R. for authority to 
acquire control of the Portland & Rumford Falls R. R., Portland 
& Rumford Falls Ry., and Rumford Falls & Rangeley Lakes R. 
R. by purchase of capital stock under section 5 (4) of the Inter- 
state commerce act. 
December 6—Tampa, Fla.—Examiner Berry: 
1. & S. 3914—Phosphate rock from and between points in Florida. 
December 6—Argument at Washington, D. C.: 
—— Potato Exchange, Inc. et al. vs. A. & S. Ry. 
et al. 


abandonment. 


FRUEHAUF TRAILERS 


Cngineered ~ Transportation 





THRU RATES 
AND 
DIRECT 


WATER 


Wareaguny 
Unron Ciry 
Mavearocn Fh 
Beacon Faus 
Sevnovea 
Ansonia 
Oeasy 
* r, 
; vw Maven Gy QNew Haven 
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December 6—New York, N. Y.—Examiner Wilbur: 
26136—J. C. Penny Co., Inc., vs. A. G. S. R. R. et al 


December 6—Wheeling, W. Va.—Examiner Johnson: 
=—=_ Roll & Steel Foundry Co. et al. vs. Pa. RR 
et . 
December 6—Washington, D. C.—Examiner Williams: 
* 1. & S. 3919—Alcoholic liquors westbound to Pacific coast. 


December 7—Argument at Washington, D. C.: 
24479—Carolina Bagging Co. et al. vs. N. & W. Ry. et al. 
25459—Distributors Packing Co. et al. vs. Gt. Nor. Ry. et al. 
25426—J. G. Johnson, Inc., et al. vs. O.-W. R. & N. Co. et al. 


December 7—New York, N. Y.—Examiner Wilbur: 
26105—Cleveland Shopping News vs. Pa. R. R. et al. 


December 8—Oklahoma City, Okla.—Examiner Mattingly: 
26166—Nash-Finch Co. et al. vs. A. T. & S. F. Ry. et al. 
26157—Nash-Finch Co. et al. vs. A. T. & S. F. Ry. et al. 


December 8—Argument at Washington, D. C.: 
25112—Pan American Feed Co. vs. A. T. & S. F. » et al. 
25354—-Barteldes Seed Co. et al vs. A. T. & S. F. Ry. et al. 
25611—-Pan American Feed Co. (Halbert H. McCluer, Trustee 
Bankruptcy) vs. C. B. & Q. R. R. et al. 


December 8—New York, N. Y.—Examiner Wilbur: 
26159—Bakelite Corp. vs. A. T. & S. F. Ry. et al. 


December 8—Cincinnati, O.—Examiner Johnson: 
17272, Sub. 2—Nivison-Weiskopf Co. et al. vs. B. & O. R. R. et al, 


VOLUME OF TRAFFIC 


The volume of freight traffic handled by the Class I rail. 
roads in September measured in net ton mlies, showed ap 
increase of 15.1 per cent above the same month in 1932, accord. 
ing to reports received by the Bureau of Railway Economics, 

Freight traffic in September amounted to 26,130,010,000 net 
ton miles, compared with 22,708,940,000 net ton miles in Septem. 
ber, 1932, or an increase of 3,421,070,000 net ton miles. Com. 
pared with the same month in 1931, however, the volume of 
freight traffic in September this year was a reduction of 1,711- 
574,000 net ton miles or 6.1 per cent. 

In the Eastern District the volume of freight traffic handled 
in September was an increase of 20.5 per cent compared with 
the same month in 1932, while the Southern District reported 
an increase of 9.2 per cent, and the Western District an increase 
of 9.8 per cent. 

Freight traffic handled by the Class I railroads in the first 
nine months of 1933 amounted to 202,731,510,000 net ton miles, 
an increase of 12,924,899,000 net ton miles or 6.8 per cent over 
the corresponding period in 1932, but a reduction of 59,090,963,000 
net ton miles or 22.6 per cent under the corresponding period 
in 1931. 

Railroads in the Eastern District for the nine months’ period 
in 1933 reported an increase of 8.7 per cent in the volume of 
freight traffic handled compared with the same period in 1932, 
while the Southern District reported an increase of 7.9 per cent. 
The Western District reported an increase of 3.7 per cent. 


LET your trucks pull the load —on Semi-Trailers. It means 
at least 200% more pay load with very little increase in 
operating expense. Send for booklet 10-A. 


FRUEHAUF TRAILER COMPANY, DETROIT, MICHIGAN 
Oldest and Largest Manufacturers of Trailers 


QPetNan 


From —Stamford, South Norwalk, Bridgeport 
New London and Norwich, Conn, 
To—C. F. A., W. T. L., Inter-Mountain, 
Carolinas, South and Southwest 
Via—CLYDE, OLD DOMINION, SAVANNAH, 
MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 





